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CATECHISM OF THE LOCOMOTIVE. 











By M. N. Forney, Mechanical Engineer. 
PART X—(ConrTINUED). 


THE VALVE GEAR. 
Question 196. What is meant by the distribution of steam in 
the cylinder ? 
Answer. It means the admission and exhaust of steam to 
and from the cylinder in relation to the stroke of the piston or 
the revolution of the crank. 
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METHOD OF APPLYING THE 


Question 197. What are the principal periods or elements of 
the distribution of steam by the slide-valve and link motion ? 
Answer, They are:— 
1. The pre-admission or lead, that is the admission of steam 
‘nto the cylinders in front of the piston before it has com- 
pleted its stroke. 


2. The admission of steam after the piston has commenced 
is stroke, 


8, The pre-release, or exhaust of steam before the piston has 
completed its stroke. 
_4 The release, or exhaust after the piston has completed 
its stroke and while it is moving in the opposite direction. 
an The compression of steam, or closing the exhaust before 

© piston has completed its return stroke. 

Question 198. What is meant b y the clearance of the piston ? 
a: It is the space between the piston and the cylin- 
*t-head when the former is at the end of the stroke. If the 
ne touched the cylinder-head at the end of each stroke, it 
these cause a concussion or “thump” which would injure 
‘ ga Owing to the impossibility of constructing ma- 
we 4 With absolute accuracy, it is therefore necessary to 
dey agg usually from 4% to 4% in. wide, between the pis- 
any © cylinder-heads. so as to be certain that they will 
; © each other should there be any slight inaccuracies 


in , . : 
= sizes of the piston-rods, connecting-rods, frames or 
T parts, 


re Tl 
| Core —_,, 


admit steam at the end of the cylinder towards which the piston 
is moving BEFORE the latter has completed its stroke ? 

Answer. Because it is essential, in order to insure a good 
action of the steam, that the maximum cylinder pressure should 
be attained at the very commencement of the stroke. If the 
steam port was not opened until after the piston had commenced 
its stroke, some appreciable time would be consumed in filling 
the clearance space and the steam-way with steam.” It is also 
found, especially if an engine is working at a high speed that 
a slide-valve worked by the ordinary link motion will not open 
the steam port rapidly enough to enable steam of the maxi- 
mum boiler pressure to fill the space after the receding piston, 
unless the valve begins to open the port before the piston 
reaches the end of its stroke. 

Another advantage resulting from the pre-admission of 
steam consists in the smooth working of the engine at high 
speeds, a circumstance which reduces greatly the wear and 
tear of the working gear. As the piston approaches the end 
of its stroke, the pre-admitted steam forms a kind of elastic 
cushion, which is well calculated to absorb the momentum 
of the reciprocating parts at that instant. The pressure due 
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Question 202. Why is it difficult to admit and maintain steam 
at the full boiler pressure in the cylinder during admission ? 

Answer. Because it is necessary to reduce the travel of the 
slide-valve in order to cut off the steam “short,” or soon after 
the beginning of the stroke of the piston. When the travel is 
reduced, the valve opens the port only a small distance, so 
that the area of the opening is not then sufficient to allow the 
steam to flow into the cylinder and fill it at full boiler pressure, 
especially if the engine is working at a high speed. Thus, by 
referring to the table given on page 201 and to the motion 
curves in fig. 128, it will be seen that when the steam is cut off 
at from 4% to % stroke, the port is opened for the admission of 
steam only from 4% to 4%inch wide. From the curves it will 
also be seen that the valve acquires its maximum travel and 
the steam-port its greatest width of opening very soon after 
the pisten begins its stroke. The port is then gradually 
closed, so that before the steam is entirely cut off the opening 
is so much reduced in area thut the steam cannot flow through 
it rapidly enough to maintain the steam at full boiler pressure 
in the cylinder when the engine is working at high speeds, 

QuEsTION 208. What means are used to overcome this difficulty 
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to the momentum of these parts will, of course, depend upon 
their weight and the speed of working, increasing directly as 
the square of the speed. It follows from this that the lead 
should increase with the speed, and that it should be greatest 
at high speeds. As has been shown before, this condition is 
fully accomplished by the ordinary shifting-link motion. 

Question 200. Upon what does the admission of steam into 
the cylinder depend ? 

Answer. It depends in the first place upon the opening of 
the throttle-valve, and the size of the pipes and pastages 
through which it is conveyed from the boiler to the cylinder. 
In the second place, it depends upon the time and amount of 
opening of the steam-port by the valve. 

Question 201. What should be the pressure of the steam in the 
cylinder during admission ? 

Answer. In order that the steam may be used to most ad- 
vantage, it should be admitted and maintained in the cylinder 
at full boiler pressure during the whole period of admission. 
If the opening of either the throttle-valve or the steam-ports 
is not sufficient to allow the steam to flow into the cylinder at 
full boiler pressure, the steam is said to be wire-drawn, and as 
has already been explained in answer to Question 58, much of 
the advantage of using it expansively is then lost. 





*The steam-ways are the passages which | from the steam-chest 
to the cylinder, and are sometimes called ports, but the term 


INDICATOR TO LOCOMOTIVES.—Fig. 136. 


and thus admit steam at full boiler preasure when the valve is 
culling off short ? 

Answer, In the first place the steam-ports are made from 
ten to twelve times as long as they aro wide, s> thats narrow 
opening will have a comparatively large area. In the second 
place by giving the valve lead, not only are tue clearance space 
and the steam-way filled with steam when the piston b gins 
its stroke, but the port is open a distance equal to the lead at 
the beginning of the stroke, With the ordinary link m Aion, 
as bas already been shown, this lead increascs as the travel 
and period of admission diminish, so that the smaller the total 
distance that the port is opened, the greater is its opening at 
the beginning of the stroke. As the steam is usually cnt off 
short when locomotives run at high speeds, it will be seen that 
the increased lead which is imparted to the valve by the shift- 
ing link is an advantage rather than a dissdvantage. But 
while it is often possible in this way to sccure a pressure of 
steam in the cylinder at the beginning of the stroke equal or 
nearly so to that in the boiler, yet it is almost impossible to 
maintain this pressure, during the whole period of admission, 
when the steam is cut off short and the engine 
working at a high speed. To obviato this evil 
what is called the Trick or Allen valve was designed, 
which is represented in fig. 132, This valve has a 








Woestiox 199. Why is it desirable-to open the steam-port and 


steam-ways is used to distinguish the passages from their openings in 
the valve-seat, which latter are more properly called steam porte. 


channel or supplementary port, a, a, which passes over the 
exhaust cavity, and has two openings,» >», in the valve-face 
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When the valve begins to admit or “take” steam atc, as 
shown in fig. 133, it will be seen that it also uncovers the open- 
ing b’ at d and admits steam at b’, which passes through the 
channel 0’ b and enters the steam-port c at b, andin this way 
there is a double opening for the admission of steam, The 
opening b, of the supplementary port is closed as the valve ad- 
vances, but when this takes place the steam-port is uncov- 
ered far enough to admit all the steam that is required. This 
form of valve is very efficient when the travel and point of 
cut-off are very short. It then gives just twicoas much opening 
as theordinary valve for the admission of steam. This im 

proved valve has been much used in Europe, but has not re- 
ceived the attention in this country which its merit deserves. 

Question 204. What ie meant by the pre-release of steam ? 

Answer. It is the release of the steam before the piston has 
completed its stroke. If it is confined until the piston has 
reached the end of the cylinder, there will not be time nor will 
it be possible, with a slide-valve and link-motion, to secure a 
sufficiently large opening of the port to permit the steam to 
escape from the cylinder before the piston begins its return 
stroke, If there were no pre-release, there would therefore 
be more or less back pressure on the piston. 

Question 205.— Upon what does the amount of pre-release de- 
pend ? 

Answer,—First, as has already been explained in answer to 
question 50, on the amount of inside lap; und second, on the 
outside lap of the valve and lead of the eccentrics; and third, 
on the travel of the valve. The less the inside lap, the greater 
the outside lap and consequent lead of the eccentrics, and the 
shorter the travel of the valve, the earlier will be the release. 





The proper amount of this pre-release depends upon the 
velocity of the piston and the quantity of steam to be dis- 
charged on the degree of expansion. From the motion- 
curves in fig. 128 it will be seen that it is a marked feature of 
the shifting-link motion that the pre-release occurs earlier in 
the stroke as the link approaches mid-gear, or as the travel of 
the valve diminishes. As the link is usually worked near that 
position when the engine isrun at a high speed, it will be 
seen that in this respect again the link-motion.is well adapted 
for working the slide-valves of locomotives. 
Question 206, What governs the period of release? 


Answer.—The release like pre-release is depondent upon the ff 


amount of inside lap, the outside lap and consequent lead of 
the eccentrics, and the travel of the valve, 

The addition of inside lap has the effect of closing the port 
earlier than it would be closed without and thus shortening 
the period of release and also of reducing the area of the 


opening of the port. This will be apparent by referring to / 


fig. 128, in which the valve had 1-16 in. lead. The lines repre- 
senting the edges of the ports in relation to the exhaust edges 
o’ the valve are therefore drawn 1-16 in, from the centre line 
ab. If, however, there had been no inside lap, then the edges 
of the ports would have conformed to the line ab. It will be 
observed that the first curve crosses the dotted line g g’ at 15% 
in. of the forward stroke, which is the point at which the port 
is closed to the exhaust, or where the period of release ends 
and compression begins. If there had been no lap and the 
line g g' had therefore occupied the same position as a b, then 
the motion-curve would not have crassed it until the piston 
had reached 16 in. of its stroke, thus showing that the period 
ot release had been lengthened and compression delayed. As 
the width of the opening of the port is represented by the 
distance of the motion-curve from the line g g’, which repre- 
sents the edge of the port, it is obvious that if there had been 
no lap, so that the position of the line representing the edge 
of the port had occupied the. position of ab, then the space 
between it and the motion-curve would have been greater, 
thus showing that the port would have been opened wider if 
there had been no inside lap, The width of the opening of 
the port to the exhaust is in fact always diminished by an 
amount equal to the inside lap. 

With the same travel, increase of outside lap shortens the 
period of release, but has no effect on the width of the opening 
of the port to the exhaust. 

Increase of travel, with the same outside lap, lengthens the 
period of release and also increases the width of the opening 
of the port to the exhaust. 


Question 207. What governs the period of compression ? 

Answer, As compression begins when release ends, or when 
the port is closed to the exhaust, it is controlled by exactly the 
same causes, and as the two events occur simultaneously, of 
course whatever shortens the period of release lengthens that 
of compression. ‘ 

Question 208. What effect do the clearance spaces and steam- 
ways have upon the compression of the confined steam? 


Answer, By referring to the motion-curves in fig. 128, it will 
be seen that the steam-port is closed by the exhaust edge of 
the valve, or compression begins some time before the piston 
reaches the end of the stroke. The result is that the remain- 
ing portion of the cylinder, through which the piston must move 
after the port is closed to the exhaust, is filled with steam ot 
aimospheric pressure, or possibly a little above that pressure. 
As this is confined in the cylinder, it is compressed by the ad- 
vance of the piston. If there was no room between it and the 
cylinder at the end of the stroke, then either the cylinder 
would be burst or the valve would lift so as to allow the com- 
pressed steam to flow back into the steam-chest. The clear- 
ance and the steam-passages, however, afford considerable 
room, into which the confined steam can be com- 
pressed without danger of bursting the cylinder, or of rais- 
in the slide-valve when there is steam in the steam-chest. As 
the clearance spaces and steam-ways must be filled with high- 
pressure steam at the beginning of each stroke, it must be 
obtained either by taking a supply of “live’* steam from the 
boiler, or by compressing into the clearance spaces the low- 
pressure steam that still remained in the cylinder when the 
port was closed to the exhaust. By the latter process, a cer- 
tain quantity of steam is saved at the expense of increased 
back pressure. It should be borne in mind also that the total 


heat of the compressed steam increases with its pressure, and 
as this latter approaches the boiler pressure the temperature 
of the steam in compression must have been raised from that 
of about atmospheric pressure to nearer the temperature of 
the boiler steam pressure. These changes of temperature 
which the steam undergoes will affect the surface of the metal 















with which the steam is in contact during the period of com- 
pression; it follows from this, that the ends of the cylinder 
principally comprising the clearance spaces must acquire a 
higher temperature than those parts where expansion only 


takes place. This is an important consideration, since the 
fresh steam from the boiler comes first in contact with these 
spaces, and by touching surfaces which have thus previously 
been heated, as it were, by the high temperature of the com- 
pressed steam, less heat will be abstracted from the fresh 
steam, and therefore a less amount of water will be deposited 
in the cylinder.t 

It will thus be seen that the effect of compression is to fill 
the clearance spaces and steam-ways with compressed steam 
before preadmission begins. As already stated, this is done 
at the expense of back pressure in the cylinder. It must be 
remembered that all the energy, excepting that part which is 
wasted by loss of heat, friction, &c., which is consumed in 
compressing the confined steam is again given out to the pis- 
ton by expansion. The confined steam also acts as an elastic 
cushion to receive the piston, just as the steam which is ad- 
mitted before the end of the stroke would, if there were no 
compression. Compression, therefore, hag the eftect of sav- 
ing the quantity of live steam which it would otherwise be ne- 
cessary to admit before the end of the stroke to fill the clear- 


.| ance spaces and steain-ways and also to “ cushion” the piston. 


As already stated, the momentum of the piston and other 
parts depends upon their weight and the speed at which they 
are working, increasing directly as the square of the speed, 

* The term “live” steam means steam taken direct from the boiler 
and which has not been used in the cylinder or to do any work. 





t Bauschinger’s Indicator Experiments on Lo¢omotives, published 
in vol, III. of the RarLRoaD GAZETTE. 





from§which it follows that the compression should increase 
rapidly with the speed, and should be the greatest at high 
spee is. As the ports are prematurely closed to the exhaust 
with the shifting-link motion, and as the lead increases rapid- 
ly as the’ link approaches mid-gear, and the amount of com- 
pression is at the same time correspondingly augmented, it 
will be seen that the shifting-link motion fulfills these condi- 
tions very perfectly. 

The pressure to which the confined steam will rise depends 
of course upon the amount of the period of compression, and 
also on the size of the clearance spaces. As it is possible to 
have such an amount of compression that it will exceed the 
boiler pressure, and thus raise the valve from its seat and be 
forced back into the steam-chest, some care must be exercised 
to proportion the one to the other, sothat the degree of the 
confined steam may not be excessive. 

Question 209. How can the effect of the distribution of the 
steam upon its action in the cylinder be determined by ezperi- 
ment ? 

Answer, As already explained in answer to Question 55, 
this can be done by an instrument called a steam indicator. 

Question 210. What is the construction of this instrument ? 

Answer. The indicator now ordinarily used is the Richards 
indicator, the outside of which is represented in fig. 134 and a 
section in fig. 135. It consists ofa cylinder, B, into which 
piston, 0’, is accurately fitted but so that it will move freely in 
the cylinder. The piston rod is surrounded with a spiral 
spring, D, the lower end of which is attached to the top of the 
piston, and the upper end to the cylinder cover. When steam 
is introduced below the piston it pushes it up in the cylinder 
and the spring is compressed. If there should be a vacuum 
below the piston, the air above it will press the piston down- 
ward and extend the spring. This latter occurs only when 
the indicator is used on condensing engines, Of course the 
distance which the piston is forced up by the steam 


pressure below it depends upon the amount of 
pressure and also on the tension of the spring; 
and therefore by attaching a pencil to the piston- 


rod so that it could mark on a moving card in front of it, a 
diagram would be drawn which would indicate the steam 
Fig. 134. 


Fig. 135. 





pressure, as was expiained in answer to Question 55. But 
there are some practical difficulties in the way of doing this. 
It is found that if the pencil is attached directly to the piston- 
rod of the indicator, the distance through which they must 
move, in order to make the scale of the dia :ram sufficiently 
large to be clear, is so great that the momentum of the parts 


i carries them further than the pressure of the steam alone 
} would move them. The distance through which the pistons of 
} instruments move, moreover, makes it impossible that the 


changes of pressure should be indicated simultaneously with 
the position of the piston; the latter must travel while the 
action is taking place, and thus the diagram shows changes of 
pressure later or more gradually than the fact.* To overcome 
these and other difficulties, the piston-rod of he indicator 
which we have illustrated is attached at h to the short 
arm of a lever, F G@, and the pencil J to the end of 
the long arm, By this means the piston has only one 
fourth of the motion that it imparts to the pencil, 80 
that the momentum of the moving parts is compara- 
tively slight. If the pencil was attached directly to 
the end of the lever, it is obvious that it would move in the 
arc ef a circle, and that this would be a source of error in the 
diagram. To avoid this the pencil is attached to what is called 
a “parallel motion.” This consists of a coupling-rod, F 1, 
which connects the ends of two levers, F G, and J H. The 
center of the rod # I, to which the pencil is attached, will 
with this arrangement move in a straight line. The levers and 
all the parts are of course all made as light as possible, 80 that 
their weight will have as little effect on the indicator piston 46 
possible, . 

The paper or card on which the diagram is drawn is wrapped 
around a brass cylinder, A A. This cylinder is made to re 
volve part of the way around by a strong twine, @ }, which is 
wrapped around a pully, b, at the bottom of the cylinder. The 
twine is attached to a lever, similar to that shown in fig. 30, 
which receives a reciprocating motion from the pisto! of the 
engine. The twine can of course move the cylinder only inone 
direction, and therefore a coiled spring similar to a clock spring 
is placed inside of the cylinder to draw it back when the hee 
is relaxed. In this way the paper cylinder or drum receives y 
part ofa revolution at each stroke of the piston, and move? 





* Rich ard’s Steam Indicator, by Charles T. Porter. 
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simultaneously with it. This drum 1s used instead of a flat 
card, on account of the practical difficulties in the way of em- 
ploying the latter. The motion of the paper on this drum will, 
however, be exactly the same in relation to the pencil ae the 
motion of a flat card would be, 

The method of attaching an indicator to a locomotive is rep- 
resented in fig. 136. It will be seen from this that it is placed 
over the center of the steam chest and connected to each end 
of the cylinder with %-inch pipes. A globe valve was in the 
ease represented placed on each side of the indicator, so that 
it could be put into communication with either end of the 
cylinder, or could be completely shut off from both. A better 
plan, however, is to hayea three-way cock at the point where 
the horizontal pipe connects with the vertical one leading to 
the indicator, as the passages ina three-way cock are more 
direct than those in globe valves. The arrangement of the 
levers for giving motion to the indicator drum, and of the 
seat, which is very requisite for the experimenter, will be 


readily understood from the engraving without further ex- 
planation. 
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of one tgp, Seay mee one naval officer and one engineer from 
civil life, an san velooten Ua 0. vote ok 08 $9 338, 

Mr. McCrary’s substitute, provi for the construction of 
poe Fort St. Philip Canal, was then by a vote of 140 


The bill as passed provides that the Secretary of War shall 


they were made to nearly 10,000 miles of line, and were sup- 
posed to be very valuable, nearly all the roads to which they 
were assigned have been built. No land-grant roads of any 
considerable length are now likely to be built at all except 
the Northerr and Southern ic, each of which have ex- 
tensive grants in their favor, That a = quantity of land 
cause a detailed survey, plans and specifications to be made, | can be found unoccupied in the immediate vicinity of a rail- 
and apenenee 000 refor; that the canal shall not be | road implies a very sparse ulation. The land t roads 
less feet wide at bottom and with 25 feet depth of 


were, however, mostly through a prairie soil, which is easily 
water; that it shall be constructed as the engineers’ report | and rapidly brought into cultivation; but some time must 


shall recommend; that it shall be always open free to all ves- | often elapse before a population will be found upon them auf- 
sels of United States citizens; that the cost shall not exceed | ficiently numerous to supply a traffic req to meet the 
$8,000,000, and that no money shall be expended for construc- | immediate calls for interest, or for other objects. Although 
tion until the whole work is put under contract at prices | the lands may be very valuable, experience has shown that 
which will secure its completion for not more than that sum;  & be converted only slowly into money. 

that when the survey and specifications shall have been com- e mileage of railroads in the New land eee of 
pleted the Secretary of War shail advertise for bids for the | States for 1878 was 5, ainst 4,574 for 1872. cost 
construction of the canal and award the contract to the lowest | was $263,697,778, against $230,609,794 in 1872, and was made u 
responsible bidder or bidders, who shall give pro bonde, | of $141,473,329 of share capital and $122,224,449 of debt. Their 
but that no bid shall be received unless accompanied by a (le- | average cost per mile was $48,882, against $50,418 for 1872. 
posit of $15,000, to be forfeited if the bidder, if awar the | Their gross carnings were $51,676,688, against $47,519,835 for 
contract, shall fail to execute it and give the required security | 1872. Of the gros° earnings $20,310,043 were received for the 
within 30 days after receiving notice uf the award. The con- | transportation of freight. and $22,358,648 for the transportation 
tractors are to perform their work —s to the specifi of 8s. The percentage of groes earnings to the cost 
tions of the pps Department and under its directions, | of the roads was 19.6 percent. The net earnings were $15,- 
and the canal is to be fully completed within three years from | 061,777, and equaled 2.92 per cent. of such cost, 6 earning 8 
the time of beginning it. er head of population equaled $14,30, against $18.53. for 1872. 

In the Senate, on the 8th : he a . pa npn 3 #9, 004,488, and re — 6.36 

Mr. Conkling, from the Judiciary Committee, reported, with- | Per cent. on the total share ca . @ Tatio oO miulea; 6 
out amendments, the House bill makin addition to the 15th | © population was one mile of line to every 685 inhabitants, 
section of the act of July 2, 1864, entitled ‘* An act to amend an 
act to aid in the construction of railroad and telegraph lines 
from the Missouri River to the Pacific Ocean.” Placed on the 
calendar. : 

This =, which was passed in the House about a week 
earlier, makes it a misdemeanor for any officer or agent of the 
companies authorized tw construct any of the Pacific railroads 
to refuse to use and operate the road or telegraph under his 
control, or which he is engaged in operating, for all pur- 
— of communication, travel and transportation, so far as 

ihe public and the Government are concerned, as one con- 
tinuous line ; or to refuse, in such operation and use, to afford 
and secure to each of said roads equal advantages and facili- 
ties as to rates, time or transportation, without any discrim- 
ination of any kind in favor of or adverse to the road or busi 
ness of any or either of the Pacific railroad companies. The 
passage of this bill is intended to force the Union Pacific Rail- 
road Company to “pro rate” with the Kansas Pacific at Ohey- 
enne ; that is, to transport freight from the Pacific coast 
Cheyenne, and there deliver it to the Kansas Pacific at the 
He said it was not his intention to go over the subject of | ##me rate as though it was destined for Omaha, or any other 
cheap transportation again, as the tee re- “een poe on the Union Pacific, 
viewed it. His object now was to obtain an expression of the| Mr. ht, of Iowa, from the Judiciary Committee, re- 
views of the Senate on the subject. The cost of these surveys 
would be in the neighborhood of $200,000. He came before 
the Senate with the firm conviction that to carry out the sys- 
tem of improvements recommended by the Committee would 
reduce the cost of living to the farmers and mechanics and 
laboring people at least 50 per cent. He believed that the 
Committee on Transportation was correct in the conclusion 
that the enhanced value of lands in eight States alone would 
be $1,000,000,000 npon the completion of the improvements 
recommended, He hoped the resolution would have no oppo- 
sition but be passed, so that, hereafter, when the Senate should 
be called upon to act upon this system of improvements, it 
might do so with intelligence. 

In reply‘to an inquiry he said that estimates of the cost of 
the survey had been made and would be submitted to the 
Appropriation Committee, on which are three members of the 
Transportation Committee, who could explain the subject to 
them. 

Mr. Scott, of Pennsylvania, submitted an amendment pro- 
viding for the survey of a route for an extension of the Chesa- 
peake & Ohio Canal from the Cumberland to the head waters 
of the Youghiogheny at the foot of the Allegheny Mountains, 
and thence to the mouth of that stream. Agreed to. 
Chandler .of Michigan, opposed the resolution. 

Mr. Saulsbury, of Delaware, submitted an amendment ES 
viding ies the survey of a ship canal from Chesapeake to Del- 
aware Bay. 

Mr. Merrimon, of North Carolina, submitted an amendment 
providing for a survey to ascertain the practicability of a ship 
canal along the Atlantic seaboard from New York to Galveston. 

Messrs. Morton, Sherman, Carpenter and Oglesby favored 
the original resolutions. 

Mr. Tipton, of Nebraska, submitted an amendment to in- 
clude the Missouri River in the routes to be improved. 

Mr. Cameron, of Pennsylvania, would vote for nothing un- 
less the State of Pennsylvania was recognized, and suggested 
suryeys of the Susquehanna from tide-water to the lakes, and 
of the Delaware. 

; Live amendments of Mr. Saulsbury and Mr, Tipton were re- 
jected. 

Pending the consideration of the resolutions the Senate ad- 
journed. 

In the House, on the 8d: 

Mr. Hurlbut, of Dlinois, from the Committee on Railways 
and Canals, called up the bill for the improvement of the 
mouth of the Mississippi providing tor a contract with James 
8. Eads and associates for deepening the channel of one of the 
outlets by permanent jetties. 

Mr, McCrary, ot lowa, Chairman of the Committee, opposed 
the bill, believing that whatever work may be dec upon 
should be executed directly by the Government, 

Pending the consideration the House panes 

In the Senate, on the 4th, the consideration of the transpor- 
tation resolution was resumed, 

Mr. Hamilton, of Maryland, opposed it and the principle of 
establishing transportation routes by the Government. 

Mr, pera of Delaware, opposed the resolution as uncon- 
stitutional and unpecessary. 

_ Mr. Gordon, of Georgia, submitted two amendments, one to 
insert in the preamble “ or competition encouraged by Governa- 
ment aid,” and the second to insert the wort, “or by the 
extension of Government aid to private corporations,” so that 
it would read: ‘The following are the most feasible and ad- 
Yantageous channels of commerce to be created or improved 
by the National Government, or by the extension of Govern- 
ment aid to private corporations,” et, These amendments 
were —_ le 
'. Harvey, of Kansas, Mr. Windom, of Minnesota, Mr. Bogg, 
eikissouri, and Mr. Hager, of California, favored the reso- 
8. 
Mr. Bogg moved to strike out the words in the preamble 


which provided that the improvements should be under Go- 
vernment control. 


In the Senate on the 5th: 
Mr, Legan _of Illinois, presented a memorial signed by 2,000 
Gilizens of Hlinois, praying Congress to charter a double-track 
eight railroad Som A. & Missestppl iver to = Atlantic 
erre e Committee on Transportation. 
In the House on the 5th: 
Mises consideration of the bill for improving the mouth of the 
B wissippi by permament jetties, as proposed by Capt. James 
- “Ads, Was resumed. Speeches were made in its favor by 
, Crocker, of Massachusetts, and Mr. Hurlbut, of Ilmnois, 
r~ Against it by Mr. Kasson, of Iowa, Mr. of Pennsyl- 
wala, Mr. McOrary, ot Iows, and Mr. of Ohio. 
- Garfield offered a substitute providing for a further 
thorough examination and survey by a commission to consist 








Transportation in Congress. 





In the Senate on the 3d: 

Mr. Windom called bw Cheap Transportation resolution 
submitted by himon the 13th of. May, instructing the Com- 
mittee on Apercarieiions to report amemdments to the pend- 
ing River and Harbor —————— bill to complete ay 

y 


against 709 for 1872. 

he mileage of the railroads in the Middle grou of States 
for 1878 was 12,441, against 11,617 for 1872. Their cost was 
$1,126.702,107, against 700,776, and was made up of $649,- 
503,037 share capital, and $477,199,070 of debt. Their average 
cost per mile was $90,186, against $79,427 for 1872. Their gross 
earnings were $194,052,302, C $169,205,307 tor 1872. Of 
the gross earnings $152,250, were received for the transpor- 
tation of freight, and $42,675,000 for the transportation of pas- 
sengers, The pee of gross carnings upon the cost of 
roads was 17.4. The net earnings were $69,280,585, and equal d 
6.22 per cont, of such cost. The earnings per head of Ee 
tion equaled $18, against $15.86 for 1872, The dividends paid 
amounted to $30,549,225, and a 4.7 per cent. on the 
share capital. The ratio of total mileage to population was 
one mile of line to 772, oguing’ 792 tor 1872. 

The mileage of the railroads of the Western States for 1873 
was $2,889 miles, against 28,778 for 1872. Their cost was 
$1,705,846,760, against $1,472,625,232 tor 1872, and was made up 
of $840,823,411 of share capital, and $864,928,849 of debt. Their 
average cost per mile was $52,954, against $50,558 for 1872. 
Their gross earnings were $211,717,781, against $17,826,252 for 
1872, Of these $53,800,000 were received for the transportation 
ported, with amendments, the bill providing for the collection of passengers, and $157,900,000 for that of freight. The per- 
of money due the United States from the Pacific railroad | Comtage of gross earnings to the cost of the roads was 12.41, 
companies. Placed on the calendar The net earnings were $71,300,000, and equalled 4.1 per cent, 

x of such cost. e earnings re head of population equalled 
$14.38, against $13.76 for 1872. The dividends paid amounted 
to $19,055,247, and equalled 2,26 per cent. on the share capital 
of the — —_ = — i _—— to population was one 
«s , to 406, against one or s 
From advance sheets of the introduction to ‘‘ Poor’s Manual The mileage of the railroads of the Southern States for 1873 
of Railroads of the United States for 1874-75” to be irsued next | was yo) against 10,986 for — pare cost = 824,106, 
week, we copy the following: against $401,913, 267 in 1872, and was made up of ¢228,477,107 of 

¥ oe . share capital and $280,846,999 of debt. Their average cost pcr 

The tabular statements, on preceding pages, present full ab- | mile was $36.772, against $36,575 for 1872. Their gross earn- 
stracts of the share capital, indebtedness, earn nee, expenses, | ings were $63,696,409, against $47,888,589 for 1872. Of the 
dividends, etc., etc., of the railroads of the United States for | earnings, $38,385,420 were received for the transportation of 
1878. The total length of line, of which operations are given, is freight and $15,310,989 for that of passengers, @ perecnt- 
66,096 miles against 57,323 miles for 1872, and 44,614 for 1871. | age of gross earnings to the cost of the roads was 15.4; the net 
The regate cost of the several roads at the end of the rgd 
was $3 et. 3,322, against $3,159,423,057 for 1872, and $2,664,- 

627,645 for 1871. The increase of cost for 1873 over 1872 was 

550,265; over 1871 $1,007,345,677, Of the total cost 
$1, 638,594 was made up of share capital, and 
$1,821,334,738 of various forms of indebtedness, chiefly 
of bonds matur at a distant day. The proportion 
of share capital debt was 51.7 48.3, he aver- 
age cost per mile of all the roads was $56,918 against 
$85,116 for 1872, and $59,726 for 1871. The total gross 


and estimates for each of the improvements recommended 
the Select Committee on Transportation upon the four routes 
indicated in the report of that Committee, as follows: 

First: The Mississippi River. 

Second: A continuous water line of aheguate capacity from 
the a a River to the city of New York, via the north- 
ern inkes. 

Third: A route adequate to the wants of commerce through 
the central tier of States, from the Mississippi River, via the 
Ohio and Kanawha rivers to a point in Weat Virginia, and 
thence by canal and slack water, or by a freight railway, to 
tide water. 

Fourth: A route from the Mississippi River via the Ohio 
and Tennessee rivers te a point in Alabama or Tennessee, and 


thence by canal and slack water, or by a freight railway, to 
the ocean. 








United States Railroads in (873, 





earnings were $13,133,349, and — 3.5 per cent, on snch 
cost. The earnings per head of population equalled $4.21, 
inst $4.31 for 187%. The dividends paid amounted to $951,- 
, and equalled less than 2 yer cent. on the share capical of 
the roads. The ratio of total mileage to population was 735, 
against 779 for 1872. 

The mileage of the railroads of the Pacific States for 1873 
was 1.428, against 1,368 in 1872. Their cost was $154,090,809 
against $131,573,990 in 1872, and was made up of $81,251,700 of 

P ese capital, and $72,839,109 debt, Their average cost per 
earnings for the year were  $527,291,323 against | mile was $95,590, against $98,300 in 1872, The gross carnings 
$468,241,055 for 1872, and $403,329,208 for 1871. The | were $15,276,747, against $18,900,727 for 1872. Of the gross 
increase of earnings for 1878 was $59,050,268; for 1872, $64,911,- | earnings, $9,682,789 were received for the transportation of 
857; the total for the two years being $123,962,115. ‘The per- | freight, and’ $5,593,960 for the transportation of passengers. 
centage of increase for 1873 over 1872 was 11.4; for 1872 over | The percentage of gross earnings to the cost of the roads was 
1871, 14 per eent. The percentage of increase in t’.e two years | 9,9; the net earnings were $8,858,689 and equaled 5.7 per cent. 
was 90 per cent. Of the total earnings for the year, $387,542,-| on ‘such cost. The earnings per head of population were 
789 were received for the transportation of freight and mails, | $17.92, against $17 90 for 1872. No dividends were paid, The 
and $139,748,534 for the transportation of passengers—the | ratio of total milage to population was one mile to each 389 of 
proportion of the former to the latter being as 78 to M™ The | j:habitants, against one to each 379 for 1872. 
current operating expenses were $344,437,528, or 65.2 per cent. | Within the past five years 28,396 miles of railroad have been 
of the gross earnings. The net carnings were $182,803,765 or | heon constructed in this country. At $50,000 per mile the cost 
34.7 per cent. of the gross. The latter equalled 14.33 per cent. | of these works has been $1,381,850,000, In the meantime 
of the cost of the roads—the net 4.96 Py cent. The amount | $75,000,000 have been anually expended in enlarging the ac- 
paid in dividends was $59,566,316, or 3.07 per cent. on the ag- | commodations and increasing the facilities for business of 

ate amount of the share capital. The earnings per | roads already in operation in other words, there has been 
of population equalled $12.80 against $11.63 for 1872, and | expended upon our railroads $350,000,000 annually in the last 
$9.80 for 1871. The ratio of total mileage to inhabitants in five years. If we have not exceeded our means in the con- 
1873 was one mile of road to every 582 inhabitants, against one | struction of these works, we have pushed this great interest 
mile to 600 inhabitants for 1878. out of all proportion to others. We have only to stop con- 

The percentage of gross earnings on the total cost of the | struction to have the equilibrium speedily restored. The 
roads was 14.33 against 15 for 1872, and 15.14 for 1871. The| method is a very simple one, he earnings of the 
rate is .67 less than that for 1872, 0.81 less than that for 1871.| railroads of the Western States the ast year 
The percentage of net earnings upon the cost of the rvads for | equalled $14.83 per head of population. ‘The present 
1873 was 4.96 against 5.20 for 1872, and 5.32 for 1871. ‘The in-| year, but for the effect of the recent panic, they would equal 
crease of mileage in the two years for which returns are given $15.88 per head; and in 1875, $16.83 per head. This gain is 
has been 21,482 miles. The increase of the cost of the roads | certain to be made as soon as the country recovers from the 
in the same time has been $1,097,345,677. It was hardly pos-| present prostration. In the meantime, population is increas- 
sible that the earnings should increase m ratio to such an en- ing at the rate of moré than one million annually. The con- 
ormous expenditure, as two or three years often clapse after | tribution of this increase alone, to railroads, will add, at the 
its opening before a railroad is in position todo much busi-| present rate of earnings, $14,330,000 annually to their gross 
ness, for the want of adequate equipments, or from the un-| receipts. But the population of the country increases at the 
finished condition of its tracks, or from the want of suitable | rite of about 2.50 per cent. annually, while the carnings of 
connection, or from pecuni embarrassments. On the| our railroads increase in about tive fold greater ratio, The 
other hand, the earnings of these works, per head of popula- | question of earning is one of population, the pioncer contrib- 
tion, in 1873, was $12.80 against $11.63 for 1872, and $10.22) uting as much per head as a citizen of old and denscly-settled 
for 1871. This is a most ———_s feature in connection | States. 
with these works, as it shows that under ordinary condi- 
tions their earnings must increase, for an indefinite period, in 
a very rapid ratio, more clearly settled—the increase per head 
in the Fastern States bein; fully as great as in the Western 
and more sparsely settled States. Atthe rate of the past 
three years the earnings of our railroads will double them- 
selves in the next six years without the construction of an 
additional mile of line. The tion is increasing at the 
rate of one million enema, y 1880, the earnings of the 
roads now in operation will probably exceed $1,000,000,000. 
The percentage of their annual earnings to their cost will 
come fully up to 20 per cent.—a rate which, with good man- 

ement, is sufficient to render the whole investment reason- 
ably remunerative. In fact, there seems to be no limit to the 
increase of earnings, even with a stationary tion, pro- 
vided such ulation be intelligent, and provided with all 
the aids to industry which science and art can supply. 

One cause for the vast mileage that has been built in the 
past few years, and of the comparatively low rate of carnings 
upon the aggregate cost of our railroads, has been the ex- 
traordinary effort to complete roads to save from lapsing the 
vast grants made by Congress in their favor. These grants 
were on condition that the roads in whose favor they were 
made should be built within a certain number of years, As 








Railroad Manufactures. 

In spite of the depressei condition of iron industry the 
world over, it has become necersary to enlarge the already 
enormous Krupp works in Essen, and the proprietor has mort- 
gaged the properiy for a loan of no less than $7,500,000 to pro- 
vide the means therefore. He sells 5 per cent. bonds secured 
by this mortgage at 96, the ae be retired by a sink- 
ing fund between 1876 and 1888, A large part of the existin 
demand is for the rearmament of fortresses in Germany an 
elrewhere. 


Long Service of Oar Wheels. 

The Port Jervis (N. Y.) Gazette of recent date says : ‘‘At the 
Erie car shop in this place a record is kept of the wheels r- 
moved from cars. To-day four wheels were removed from 
freight car which were made, yon in the followin 
years: December 24, 1853, two November 30, 1858, oy | 8 
1854, These wheels have been running over 20 years, have 
doubtless worn out several cars, and are fit still apparently for 
as much more wear. Allowing 20 days in each year for stand- 
in and 10 miles an hour while running, they have run 
1,697, miles.” 
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covered by the manual is by no means the same for every 
road; but the figures are made up from the latest report 
issued before the compilation of the work, and while in 
some cases this may include three or four months of 1874, 
others may well be a full year older. So though we shall 
speak of the results as for the year 1873, it will be because 
that is the nearest year, and not because the figures be- 
long to it strictly in all cases. 

Turning now to the figures given in the introduction, 
we present the most important ones below: 


Per 
ILLUSTRATIONS : Page Page 1873. 1872. Increase. cent. 
Method ct Aggtyieg the In- (Gannast Ranncan Mews: Length reported... 66,096 87,323 8,773 16.3 
dicator to ves.... 221) Tisin Accidents for May.... 225 | 4 crogate cost...... $3,761,973.322 $3,159,423,057 $602,560,265 19.1 
Cathechism of the Elections and Appointments 226 | Canital stock...-..-. 1,940,638,584  1,647.844,113 292,794,471 17.8 
CVO. .occccceeee -eeveseeees 222) Traffic and Ea: Be ccccee 227 | Debt, chiefly funded 1,821,334,738  1,511,578,944 309,755,794 20.5 
CowrRiBuTIONs: Chicago Railroad News ..... 227 | Percentage of debt to 
The Brake Committee of the Old and New Roads......... 228 total capital....... 48.3 47,85 
porte Mechanics’ Asso ond Annual a ta covcsees 20 Aver’ge cost per mile $56.918 ues es = 31,802 A 
MALION.. 0000s sesescvceves MISCELLA : seseee 627,291,923 241, 060, ‘ 
Long Tangonts ........+..+- 225) Cathechism of the Locomo- yw ren per sae . 
Eprror: : BOs dc + ncceecccccecoce 221 non ears, gin oath 1,918 8,256 Dec, 278 3.4 
United States Railroad Sta- Transportation m Congress 223 | preight carnings.... 387,542,789 385,991,785 . 61,611,004 15.5 
‘tics for 1878......+.+++. Convention of the American Passenger carnings.. 139,748,534 132,209,370 7,639,150 6.7 
Te mt:al Exp ns ®.......... 234) _ Society of Civil Engineers 235 | Working expenses... 44,437,528 307,486,682 36,950,846 12.0 
Record of New he iroad Con- The Uses of « National Rail- Proportion of work’g 
struction...... PPrrere rere 225 road Commission ........ 229 expenses to rec'pts 65.2 per cent. 65.0 per cent. 
EprroRsaL NorEs. ..... .... 226) The Life and Work of J. Ea- Net earnings........ 182,853,765 165,754,873 17 099,302 10.3 
United Stutes Ruilroads in gar Thoma@on .... ......-. 230 Proportion of gross 
seteee arenes chee eeee SM receipts to cost.... 14.38 per cent. 15.00 per cent, 
Proportion of net ms & 6.90 ‘ 
: earnings to cost... 4.96 per cen .20 per cent, 
Editorial Announcements. Average dividend on 
niieeiietie MErncs cocscorses 3.07 per cent, 8.91 per cent, 
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made — to THe Rartroap Gazerre. Communications 
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Contributions.—Subscribers and others will materially 
sist us in making our news ee ee en will 
send us early information of events which lake under 
their observation, such as changes in railroad officers, organi- 


zations and cha companies, the letting, 38 and 
completion contasts for new works or impordand improve- 
ments of old ones, e. nte in the of roads 


magement, particulars as to 


the business of r and ions as to its improve- 

ye of subjects ining to ALL DEPARTMENTS 

of railroad business by men practically acquainted with them 
are especially desired. welll Oblige us by forwarding 
pu copies of notices of meetings, elections, appointments 
an y annual reports, some notice of all of which will 
Advertt t We wish it distinclly understood that we 





will entertain no proposition to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our editorial columns our own ions, and those only, 
ee a ae Tagen emey: Sede 
sider and importa our readers. Those w 
ye their inventions, machi: , supplies, 
financial schemes, e'c,, to our readers can do so fully in our 
advertising columns, ut it is useless to ask us to recommend 
them editorially, either for money or in consideration of adver- 
tising patronage. 








UNITED STATES RAILROAD STATISTICS FOR 1873, 


We are forced in this country to depend, for any general 
railroad statistics, upon collections privately made. 
One of the results of this has been that until re- 
cently we have never had such statistics which were at all 
accurate or extended; the figures for the length of roads 
being very imperfect, those for cost being guesses rather 
than anything else, and those for earnings, expenses and 
bulk of traffic being for the most part wanting. Of late 
years several States have required the return of certair 
statistics by law, and in one or two of these the returns are 
very full and quite accurate. The increasing interest in 
the question of railroad transportation while it has made 
the need of such statistics more felt has also encouraged 
the collection and perfection of them. Mr. Poor’s Manual 
of the Railroads of the United States, for many years our 
sole authority on such subjects, at first did little more than 
to collect the information and publish it for each road 
separately. The tabulation and compilation of the figures 
for the whole country, with an analysis of the results was 
very imperfect when attempted at all in the earlier num- 
bers. Last year, however, there was such an editing of 
the vast mass of material as to give for the first time some- 
thing like an adequate view of the railroad system of the 
United States, its cost, and the results of its workings. 


The issue of the Manual for 1874 and 1875 is to appear | # 


next week, and of its tabulated information we can now 
speak only so faras is indicated by an advance sheet of 
the introduction which the publishers have kindly sup- 
plied us. This, however, is sufficient to indicate that the 
information is more complete than hitherto, covering very 
nearly all the roads which are in operation, while the ex- 
ceptions are not only an insignificent proportion of the 
whole railroad system, but still more insignificant in the 
amount of their traffic and earnings. 

Before proceeding to any consideration of the figures 
reported, however, it is well to ascertain for what year 
they are given. Owing to the manner in which the statis- 
tics are collected, without any authority but from the vol- 
untary contributions of the railroad companies, generally 
contained in their annual’ reports, and from the official 
reports of certain States, covering in the case of the com- 
panies fiscal years ending with almost every month in the 
calendar, and in that of the States years ending with De- 
cember, with June, with August, with September, and 
perhaps still other months,—owing to this heterogeneity 


The progress shown here is an increase of 15.3 per cent. 
in the mileage reported and 19.1 per cent in the capital in- 
vested, of 11,4 per cent. in the gross and 10.3 in the net 
earnings, and a decrease of net earnings from 5 2 to 4.96 


as- | per cent on the capital account, and from 3.91 to 3.07 per 


cent, in the annual dividend, and a decrease in gross re- 
ceipts per mile of 3.4 per cent., and of net earnings per 
mile of 4.3 per cent. (from $2,890 to $2, 266. ) 

The mileage and average cost and earnings per mile in 
different sections of the country are reported as follows: 
Cost Receipts 





Mileage, per mile. per mile. 
New England States......0...sse00 6,303 $48,882 $9,745 
Middle states .......cceseseseccccece 90,186 15,598 
Western States......... eos 652,954 6,437 
Southern States...........ceceseees 86,772 1,838 
Paci ic States....... coccccce Aguee 95,590 10,598 


In this division of States Maryland, the District of 
Columbia and West Virginia are included with the four 
others more commonly called Middle States, the Western 
States begin with Ohio and extend so as to include all the 
territories having railroads except Washington, and as far 
south as the Ohio River and to include Missouri and Kan- 
sas. The Pacific States are those reaching the Pacific, 
together with Nevada, and the others are the Southern 
States, 

The amount divided among stockholders was, we have 
seen, equivalent to 3.07 per eent. on the total stock. It 
will be an error, however, to conclude that the aggregate 
exeess of net earnings over the aggregate interest charges 
was sufficient to pay each a dividend. No account is taken 
of the failures to pay interest. If all the railroads of the 
United States were one property and pledged for the in- 
terest and principal of all the railroad bonds, a very con- 
siderable portion of the $59,600,000 paid in dividends 
would have been required to pay interest which, under the 
actual circumstances, remained unpaid. If we assume the 
average rate of interest on the debt to be 7 per cent. (and 
it is probably more than that in currency), the amount 
divisilge would be only about $55,000,000, and if it is 8 
per cent., as avery large proportion of it is, the amount 
applicable for dividends would be reduced to $37,000,000. 

Examining the dividend payments with regard to their 
effect on the rates of transportation, we find that they 
formed just 11.3 per cent. of the total receipts, and that, 
therefore, the charges for carrying freight and passengers 
in the United States during the year under consideration 
might have been one-ninth less had no dividends been 
paid. 

A statement of the averages per mile will perhaps enable 
the reader to comprehend more clearly the average condi- 
tion of our railroads: 





1873, 1872, 
cr rere $56,918 $55,116 
ock 29,424 ; 
sees 27,494 26,373 
oe Se rere 7,978 8,256 
MO OMORBIRs 010 c'sic cévevecesiescdeves 6,212 5,366 
RE Oe He 2,766 2,890 
Average dividend per mile.............. 903 1,124 
Proportion of working expenses......... 65.2 p. c. 65.0 p.c. 
Proportion of net earnings to capital.... 4.96 6,20 « 
Average rate of dividend................ 3.07 « 3.91 « 


The progress backward is perhaps sufficiently explained 
by the large proportion of new railroads whose traffic had 
but begun to develop. But, on the other hand, this was 
by no means an unprecedented condition, for two or three 
years before there had been similar additions, and the 
rapid growth in the earnings of some of these ought partly 
to overcome the depressing effect of the large proportion 
of still younger ones. The year was for about three- 
fourths of its months a very prosperous one, and for the 
other fourth quite the contrary with many roads. There 
was in it, probably, considerably more traffic than ever be- 
fore, and much more than there will be this year; and the in- 
crease of 11.4 per cent. probably does not equal the increase 
in the traffic, though of that we cannot be sure, as the re- 
turns of traffic are too imperfect to afford any trustworthy 





of the materials which along are accessible, the “year” 


data. But on most of the more important roads there was 


_| everywhere, at least for similar freights. 


a slight reduction in the average rates, as there is almost 
every year when traffic increases ; but this may have been 
counterbalanced by the comparatively high rate which 
most new railroads are compelled to charge. 


TERMINAL EXPENSES. 

It is somewhat remarkable that in nearly all estimates 
of the cost of transportation it is assumed that the termi- 
nal charges—the cost of receiving, billing, loading, un- 
loading, temporary storage and delivery—will be the same 
In those coun- 
tries where a mileage tariff is adhered to, the terminal 
charges are usually uniform. Now it need not be said 
that different kinds of freights are handled at varying 
costs, though probably few are aware of the great varia- 
tions in such costs, some requiring at least twenty times 
as much labor as others. But for the same kind of freight 
the cost of handling and nearly every one of the other ex- 
penses which enter into the terminal expenses vary with 
the arrangements and forces of the station, which them- 
selves vary, usually, with the amount of traffic 
at the station. Itis easy to see that a station with the 
smallest possible force and cheapest possible provision of 
buildings and apparatus may doa varying business with 
no variation of expense. Usually the whole expense of a 
way station must be charged to the traffic of that station, 
80 it is evident that in case of two of these stations of mini- 
mum yearly cost for labor, maintenance, supplies and in- 
terest on cost, one doing twice as much business as the 
other, the terminal expenses per unit of traffic will be 
twice as great at the station with the smallest business, 
That is, the expenses are likely to vary inversely with the 
bulk of the traffic. This tendency is increased by more 
things than the cost of the buildings, etc., in the larger 
stations, for where the bulk of business is large it is pos- 
sible to have the aid of elaborate machinery, saving 
immensely in labor, and moreover an organization 
and division of labor perhaps quite as econom- 
ical, the average performance per man, or, better, per dol- 
lar of wages, being two or three times as great at the large 
station as where one man receives, bills, delivers, collects, 
loads, unloads and stores, tends switches, sells tickets, etc. 
It is true that at several stations on every railroad there 
must be apparatus and services not demanded by the traffic 
of the station. It would not be very difficult, however, 
to remove the expenses of these from the other station ex- 
penses attaching properly to the traffic there shipped and 
received; such expenses are those of sidings where trains 
meet and pass, of water and fuel supply, etc. Separate a 
few expenses like these, chargeable properly on all the 
traffic passing the station, from the total expenses of a sta- 
tion, and the remainder is incurred solely by reason of the 
traffic of that particular station, and the amount per ton 
and per passenger of the terminal charges there will de- 
pend of course on the number of tons and passengers leav- 
ing and arriving there. It is easy to see that the differ- 
ences may be very wide, and the terminal expenses rise to 
an important proportion of the total income from the 
station. 

On the other hand, it is quite as true that the terminal 
facilities provided to the patrons of a road vary greatly, 
and usually in some proportion to the traffic of the sta- 
tion. This is most obvious in passenger traffic. The pas- 
senger has something like a palace to shelter him in New 
York, Boston and Chicago ; at the wayside country station 
he has little more than a platform and a bench. But 
the difference in the facilities which make it easy, cheap, 
comfortable and convenient to deal with the railroad 
extends also to freight. 

This whole.question of terminal expense is one which 
the railroad companies seem not to have sufficiently con- 
sidered. In New York it has forced itself upon the atten- 
tion of the railroad men and the community at once on 
account of the diversion|of certain staples from that market 
by reason of the costliness of the terminal handling, and 
the fearful delays of the cars of scores of companies 
by reason of its slowness. Yet here, in most cases, 
so far as we hear, the complaints and investigations 
have had regard to a few staples only, and it is not 
sufficiently well known what the actual cost is of each 





'| kind of freight per ton received and shipped, from the 


time the car reaches the station till the consignee receipts 
for it, or from the time the receipt for the freight is given 
the shipper till the car containing it is started for its des- 
tination. Probably enough a more complete knowledge 
of these expenses would indicate the propriety of some 
modifications in rates and classifications. Goods which 
keep a car standing on the track necessarily for forty-eight 
hours and call for a proportionate amount of labor to load 
or unload them ought not, other things being equal, to be 
classed with goods which require the delay of the car and 
the labor of the loaders but an hour or two, Investig® 
tions are in order and ought to be fruitful. 








Death of Notable Railroad Men. 


Three of the fathers of railroading in America, J = 
Thomson, Asa Whitney and Richard Norris, have died recen' 





ly, all in Philadelphia, within a few days of each other (Mr. 
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Thomson, May 28 ; Mr. Whitney, June 8, and Mr. Norris, June 
4). Mr. Thomson’s early fame was as a constructor of rail- 
roads, eclipsed of late years by his reputation in managing 
them. Mr. Whitney, though one of the earliest railroad man- 
agers in America, having been Assistant Superintendent of the 
Mohawk & Hudson as early as 1831, and for a short time Presis 
dent of the Reading Company, was best known, indeed of late 
years almost exclusively known, as a manufacturer of railroad 
car wheels, in which his reputation was great and widespread 
and his business enormous. He was also for two years a party 
ner of Mr. Baldwin in the early days of his locomotive works, 
and thus is connected in more than one way with the history 
of American rolling stock. Richard Norris was formany years 
at the head of the locomotive works known by his name 
throughout the United States and Europe, and remembered 
still. He did much towards the development of the locomotive 
engine and was not simply a manufacturer from approved de- 
signs introduced by others, 

It is worthy of remark that all these men made great for- 
tunes, Thomson’s estate being estimated at two millions, and 
Norris’ at a million and a half, while Whitney’s, of which no 
estimate is published, must have been large. These three 
men, though doing their most important work and dying in 
Philadelphia, were natives of three different States, Whitney 
having been born in Massachusetts, Norris in Maryland, and 
only Thomson in Pennsylvania. All deserve to be classed with 
the leading spirits of the first generation of American railroad 
men, having done much to develop and determine the charac- 
ter of American railroads, rolling stock and management, 








Record of New Railroad Construction. 


This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows: 

Orown Point.—This line, of three-feet gauge, is completed 
from Lake Champlain at Crown Point, N. Y,, westward 13 
miles to the Crown Paint iron mines. 

Mississippi Central.—A branch is completed from Durant, 
Misg,, eastward 17 miles to Kosciusko. Cincinnati, Rockport 
& Southwestern.—Track is laid from the Ohio River at Rock- 
port, Ind., northward 25 miles across Spencer County to the 
Dubois County line. 

Kansas Midland.—Completed between Lawrence and To- 
peka by laying 18 miles of track. 

This is a total of 73 miles of railroads, making 109 miles 
completed in the United States in 1874, 











Tue Power or Pusiic Oprnion in preventing and removing 
abuses not reached by the law directly forms the text of the 
letter from Mr. Charles Francis Adams, Jr., to Senator Win- 
dom, Chairman of the Senate Transportation Committee, 
which we publish elsewhere, in which he suggests that the 
National Commission, which Mr. Windom would entrust 
simply with the duty of collecting statistics, should have also 
authority to investigate complaints and make recommenda- 
tions. What Mr. Adams says under this head is especially 
noticeable. While a vague, unreasoning, though possibly not 
unreasonable, public opinion may have no or little effect, a 
public opinion based on facts which have been duly collected 
and canvassed is, in this country, an almost irresistible force. 
And without affirming or denying the reasonableness 
of the prevailing complaints against railroad companies, 
we may account for the slight effect they have 
on the parties complained of by the fact that the com- 
plaints are generally vague and general, and especially 
that they are rarely substantiated by proof. Any intelligent 
man with ever so slight a knowledge of railroad transportation 
must see scores ot complaints so evidently groundless that he 
cannot be much inclined to believe in others which, though 
possibly entirely justifiable, are yet not proved. If it were 
otherwise, if all complaints made were proved, there would be 
practically a unanimity of sentiment in condemnation of the 
guilty parties which would make it almost impossible to per- 
sist in the evil practices. Aman who knows that he is wrong 
and knows that all around him know'that he is wrong, and yet 
persists in his wrong-doing, is a monster such as needs abso- 
lute power to maintain himself, 








Oontributions. 


The Brake Committee of the Master Mechanics’ 
Association. 








To Taz Eprror or THE RAILROAD GAZETTE: 

The following extract from your editorial comments upon 
the proceedings of the late convention of railway master me- 
chanics seems to be aimed at me, and is my apology for inflict- 
ing ® personal communication : 

“It may not be amiss to state here that one of the members 
Hy ointed to report on the brake question next year, it is said, 

self the inventor of a continuous brake, The appoint- 

ment was, we believe, made inadvertently. It would be a 

— act if he declines to serve, and allow some one who 
no such interests to take his place.” 


As those who do not know me may be influenced by this 
charge of prejudice or venality, and would in all probability 
i with suspicion upon the report of a committee the Chair- 
man of which had his own individual axe to grind, an explana- 

tion of my real position may not be out of place. 
I plead guilty to the charge of inventing # continuous brake, 
seems to be “ the head and front of my offending,” and 
ve really nothing to say in extenuation thereof. It is true 
that this brake was in use on the road with which Iam con- 
Rected, and equally true that, after a lengthened trial, it was 
oned, for good and sufficient reasons. Mr. Reuben Wells, 
¥ho was Chairman of the Brake Committee last year, will bear 
me out in the statement that in my replies to the interroga- 
of the circular of the committee no allusion whatever 
mM made tothe brake in question, but that, on the other 
“5 ea system, in use on this line, was warmly com- 

'y me, 


Now, if the Supervisory Committee, or any member thereof, 
in the exercise of their or his judgment, consider that a man 
who has invented a brake, and therefore must know some- 
thing about them, is unfit to handle the subject intelligently 
or have any reason to suppose that my judgment would be 
warped by prejudice or self-interest, the slightest intimation 
of such a feeling is only needed to induce me not only grace- 
Sully, but cheerfully, to resign from the committee in accord- 
ance with your proposition, but, as I fancy, some other per- 
son’s suggestion. Cnas. R. PEppue. 

(Our remarks were based, of course, on the assumption 
that the member of the committee who was the inventor 
of a brake was interested in having that brake adopted, 
and had not abandoned his invention, and that therefore 
he ought not, in justice to himself and the Association, 
to serve on the committee referred to. It is hardly necessary 
to say that the above letter shows conclusively that in 
making that assumption we were mistaken. As Mr. Ped- 
dle is therefore entirely disinterested regarding this sub- 
ject, his past experience and knowledge, with the acknowl- 
edged high order of his mechanical ability, which no one 
appreciates more than ourselves, will qualify him better 
probably than any one else for the chairmanship of the 
Committee on Brakes. 

As we stated in the article referred to, the consideration 
of the brake question is, we believe, surrounded with 
danger to the Association, and therefore we hardly think 
we were rash in suggesting that no person who was in any 
way open to the imputation of being interested in the 
question ought to serve on this committee. We regret 
exceedingly that the suggestion was made that Mr. Peddle 
should not serve on this committee, which certainly would 
not have been written had we understood the facts as set 
forth in the above letter, and we feel sure that all our 
readers will join us in urging upon that gentleman to act 
in the capacity for which he was appointed. 

In one respect, however, Mr. Peddle is mistaken: what 
we said was our own suggestion, and not some one else’s. 
—Eprror RaruRroap Gazette. } 








it ~~ Long Tangents. 


GrerEnsporno’ N, C., June 6, 1874. 
To THe Eprror or THE RAILROAD GAZETTE: 

Will some oneof your numerous readers give us the longest 
tangent of a railroad upon which trains are running, what 
road it is on, and where located? 

On the old Wilmington, Charlotte & Rutherford Railroad, in 
this State, now the Carolina Central, there is a tangent seventy- 
eight miles long. R. P. A. 


Convention of the American Society of Civil Engineers. 


The convention was opened in Tammany Hall, New York 
with an attendance of about 100 members, from nearly all 
arts of the country. Col. Julius W. Adams, of Brooklyn, the 
sident, opened the convention with a short speech of wel- 
come. In the morning was read the Report of the Committee 
on Rails, andin the afternoon that of the Special Committeo 
on the failure of the ne, dam. 
A memorial to Congress was adopted, urging the adoption 
of a complete series of tests of American iron and steel. 
The following papers were read : 
‘The Resistance of Beams to Flexure,” by Gen. J. G. Bar- 
nard, of New York, 
“Strains in Drawbridge Spans and Turn-Tables,” by C. 
Shaler smith, of St. Louis. 
The meeting is held as we go to press, which accounts for 
the brevity of our report, 














Train Accidents for May. 


On the afternoon of the 1st, the engine of a freight train on 
the Mobile & Montgomery road jumped the track near Pensa- 
cola Junction, injuring one man severely and two mod 

On the evening of the Ist, on the Cairo Short Line, near 
Belleville, Ill., the locomotive of a passenger train was thrown 
from the track by a tie laid across the rails. 

On the morning of the 2d, a any <4 train on the Central Pa- 
cific had nine cars ditched near Emigrant Gap, blocking the 
road some time. 

On the 24, five cars of a freight train on the Parker & Karns 
City Railroad were thrown from the track and upset on a short 
curve near Petrolia, Pa. 

On the evening of the 2d, an east-bound express train on the 
Pittsburgh, Fort Wayne & Chicago was thrown from the track 
near Plymouth, Ind., by a misplaced switch. The engine, 
tender, refrigerator, baggage and two passenger cars were 
wrecked, and the wreck caught fire from an overturned stove 
ane was destroyed, The tireman and express messenger were 

njure 

On the evening of the 2d, a car of the west-bound mail train 
on the Chesapeake & Ohio road was thrown from the track at 
Buffalo Gap, Va., by a switch that had not been fastened and 
gave way while the train was assing over it. 

On the 3d, a parallel rod broke on an engine on the West 
Wisconsin road, throwing several cars from the track. 

On the morning of the 4th, as a freight train on the Wilming- 
ton & Reading road was pesaes Poplar Neck, Pa., the arm of 
a large derrick used for hoisting rocks struck the smoke-stack 
of the engine and knocked it off. It fell on the track and 
threw off two cars, which went down a bank and upset. 

On the morning of the 4th, on the New York Division of the 
Pennsylvania road asa freight train was being backed on 
the grain pier at Harsimus (Jersey City) four cars were thrown 





from the track a misplaced switch and badly damaged, A 
brakeman jum from the topof one of the cars and was 
severely injured 


On the morning of the 4th, a Lake Superior & Mississippi 
switch engine was thrown from the track on a low trestle near 
the depot in St. Paul, Minn., and upset, injuring the fireman. 

On the 4th, on the Auburn B: the New York Central 
& Hudson River road near Railroad Mills, a passenger train 
ran over a horse, throwing the engine from the track and delay- 
ing trains seven hours. 

the night of the 4th a south-bound freight train on the 
Cleveland & Pittsburgh road was thrown from the track near 
Hudson, O., by a sslepieeel switch, 

On the night of the 4th ie cars of a freight train on the 
New York, New Haven & were thrown from the 
track and down a 20-feet bank near Five Mile River, Conn., by 
the falling of a brake rod on the track, 





On the morning of the 6th, on the Utica & Black River road, 
near Castorland, N. ¥., a freight and a pause car of 8 
Fe were thrown from the track, the road 


ours. 
On the 6th a freight train ran off the track near Point 
Breeze, oe killing the engineman and fireman, and 
injuring the conductor, 

n the 6th there was a butting collision between a freight and 
aspecial train on the Evansville & Crawfordville Railroad, near 
Vincennes. Rete which both —~ and several cars 
were wrec and some passengers received slight bruises. 
The road was blocked 12 hours. a 

On the 7th a freight train on the Valley Branch of the Balti- 
more & Ovio ran upon a rail which some section men were 
taking from the track for repairs near h’s Run, Va. The 
engine passed over, but five cars left the track. The section 
—— had a flag out which the train men apparently did 
not see. 

On the 7th a switching engine of the St. Paul & Pacific was 
thrown from the track on the levee in St. Paul, Minn. 

On the night of the 7th three slee coaches of an east- 
bound express on the New York Central & Hudson River road 
bo a from the track near Fort Plain, N. Y., by a broken 
wheel. 

On the night of the 7th, at the junction of the New York 
Central & Hudson River and the Boston & Albany roads in 
Rast Albany, N. Y., there was a collision between a Hudson 
River and a Boston train by which 15 cars were wrecked, 

On the 8th there was a collision between two engines on the 
Philadelphia . Erie road in Erie, Pa., by which both were 
badly damag' . 

On the night of the 8th a bey train on the Toledo, 
Wabash & Western road got off the track damaging the direc- 
tors’ car, which was in the train, and injuring Mr. J. D. Cox, 
President of the company, who was on board. 

On the morning of the 9th a car of a freight train on the 
anne Rock Island & Pacific road jum from the track 
near ilton, Ia., and a brakeman was thrown from the top of 
= - and killed, hep eee 

n the morning of the 9th, an east-bound passenger train on 
the Washington iy Virginia Midland & Great Southern road 
struck a broken rail near Rockfish, Va., and the baggage, ex- 

ress, passenger and sleeping cars went 20 feet down a bank. 

he conductor, baggage-master, sleeping car conductor and 
two passongets were injured. 

On the 9th, as an east-bound paneenaee train on the Kansas 
Pacific road was near Wallace, Kan., the front end of an un- 
— sleeping coach was blown up and badiy shattered, 
and the car in front was damaged and thrown from the 
track, It is reported that a can of nitro-glycerine had been 
concealed in the truck. 

On the 9th, the locomotive of a freight train on the Illinois 
Central jumped the track near the Cairo & Vincennes crossing 
in Cairo, Il, ae the road some hours. 

On the afternoon of the 9th there was a collision between 
two freight trains on the New York Division of the Pennsyl- 
vania Railroad near Morrisville, Pa., whereby a number of cars 
were wrecked and the track blocked some hours. 

On the morning of the 11th, a freight train on the Cleveland 
& Pittsburgh road ran off the track near Ravenna, O., blocking 
the track two hours. 

On the night of the 11th, near Black River Falls, Wis., on 
the West Wisconsin, there was a butting collision between an 
extra freight and a wood train, by whieh both locomotives 
were wrecked, two men killed and one seriously injured. The 
wood train had been unable to get orders, the telegraph wires 
being down, owing to fires in the woods, 

On the morning of the 12th, on the Pennsylvania Raiiroad, 
near Highspire, Pa., a car loaded with oil took fire and three 
cars loaded with oil and one with hcgs were destroyed. The 
—_ was destroyed for 200 feet and the road was blocked two 

ours. 


On the morning of the 12th, two cars of a passenger train 
on the Erie Railway were thrown from the track near Darien, 
N. Y., by the spreading of the rails. 

On the afternoon of the 12th, a freight train on the Green 
Bay & Minnesota Railroad ran off the track near New London, 
Wis., wrecking 13 cars, 

On the evening of the 12th, on the Niagara Branch of the 
Erie Railway in East Buffalo, N. Y., there was a butting col- 
lision between a —~ and an emigrant train by which 
both engines and several cars were wrecked, one passenger 
was killed and four injured. The coroner's inquest resulted in 
a verdict of censure on the train dispatcher. 

On the night of tue 12th the engine of a passenger train on 
the Chicago & Canada Southern road ran into a steer which 
had been caught in a culvert near Weston, Mich., and was 
thrown from the track. 

On the night of the 12th there was a collision between two 
engines at the ey, | of the Ohio and Mississippi and Louis- 

~ ae ~ep | a - ~ 7) gag ee, nd. 

on of the & wes und passenger train on 
the Ohio and Mississippi road was thrown from the track near 
=e. _ 
ery early on the morning of the 13th a freight train on the 
Indianapolis, Bicomington & Western was thrown from the 
track at a switch in Waynetown, Ind., the en and eight cars 
being wrecked and the fireman injured. e switch rail had 
been disconnected from the lever, pushed out of line of both 
main track and siding and spiked fast. 

On the morning of the 19th a freight train on the Oil Creck 
& Allegheny River road ran over a cow near Stewart Run, Pa, 
The engine and several oil cars left the track and went into 
the ditch, the oil caught fire and the whole train was burned. 
The fireman was caught in the wreck and burned to death. 

On the morning of the 18th, as a construction train on the 
Galveston, Harris & San Antonio road was running back- 
wards near Weimar, Texas, the cagine jumped the track and 
was —_ into the ditch, killing the engineman ‘and fireman. 

Early on the morning of the 14th, as a freight train on the 
Indianapolis, Cincinnati & Lafayette road was entering In- 
dianapolis, several cars were thrown from the track by the 
breaking of a truck under one of them. ‘ihe cars were 
—- , and a stable which stood close to the track was badly 

roken. 


On the morning of the 14th there was a butting collision be- 
tween a freight and an emigrant train at Neff’s siding, O., on 
the Central Ohio Division of the Baltimore & Ohio , where- 
by both engines and a number of cars were wrecked. The 
firemen on both trains were killed and the enginemen in- 
ge The emigrant was running as an extra behind a regu- 

train, and the freight had passed the preceding train at a 
siding s few miles back, but either had not seen or had mis- 
erence the signals denoting that an extra train was com- 

g- 


On the morning of the 14th, a freight train on the St. Paul 
& vacific road jumped the track near the shops in St. Paul, 
Minn., blocking the road some hours. 

On the 14th a construction train on the New York & Oswego 

d ran over some cows, near Cadosia, N. Y., ditching 
several cars and ene man. 

On the afternoon of the 15th a north bound freight train on 
the Rutland Division of the Vermont Central was wn from 
the track by a broken wheel. Twelve cars were wrecked and 
the road blocked for 12 hours. 

On the afternoon of the 15th a west bound passenger train 
on the Toledo, Wabash & Western ran over a steer near Mere- 
dosia, Ill, ditching two coaches. 





On the evening of the 15th, on the Vandalia Line near Mal- 
colm, Ind., a Paris & Decatur passenger train ran into the rear 
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of a section of a Vandalia freight which was left at the foot of 
a heavy grade. Several cars were wrecked and the engine- 
man injured. The had sent back a flagman but the 
weather was stormy he was not seen by the pomsonate. 

On the 16th, a train on the Connecticut Valley 
road ran into a which had fallen on the track at Maromas, 
Conn., and the ne was thrown from the track and badly 


On afternoon of the 16th, a stock train on the Missouri 


Pacific was thrown from the track near Kansas City, Mo., by a 
tie which had been Iaid across the . 

Very early on the morning of the 17th, a looping coach of a 
passenger train on the Wabash & Western Railway 
was ditched near Philo, Lil, by a loose wheel, delaying the train 

On the night of the 18th, a ht train on the Shore Line 


Division of the New York, New Haven & Hartford road was 
thrown from the track near East Lyme, Conn., by a brake 
talling on the track. The road was blocked four hours. 
About five o'clock on the morning ot the 20th, a nger 
train on the Syracuse Northern road ran ane he draw- 
bridge over the Oneida River near Brewerton, N. Y¥., which 
as The engine, tender and baggage-car went into the 
river, the engineman and conductor, who was on tbe engine, 
being killed, and the fireman injured. The aceident is almost 
unaccountable, as when the train started from Brewerton 
station the draw was open, and both bridge and signal were 
plainly visible from the station, and were seen by many 


a the of the 20th, there was a butting col- 
lision between a freight and an ore train on the New Jersey Mid- 
land near Oak N.J., by which both engines and 
20 cars were wrecked. e conductor and a brakeman of the 
freight were injured. It is reported that the conductor of the 
freight had been told to stop for orders at Bloomingdale and 


a ted to do so. 

the 20th, a ht train on the Chicago line of the Pitts- 
burgh, Cincinnati & St. Louis road was threwn from the track 
by a misplaced switch near Logansport, Ind. The train was 
wrecked, badly scalding the engineman and fireman, and the 
road was six hours. 

On the afternoon of the 20th, a passenger train on the At- 
lantic & Pacific Railroad was thrown from the track near Dry 
Branch, Mo., and one passenger was injured, 

On the afternoon of the h, in St. Louis, Mo., as a yard 

e of the Missouri Pacific was trying to put some cars on 
rr ‘4 bya flying switch, the engine was wn from the 
track bya d ve rail, and the following cars struck it, 
threw it around at rightangles with the track and upset it, 
wrecking it badly, 

About noon on the ist, eight cars of a freight train on the 
Madison Division of the Chicago & Northwestern were thrown 

and wrecked near Baraboo, Wis., by the break- 


the 21st, as an excursion train having on board a number 
of railroad men, oy and others was passing over the 
Le Branch of the Missouri Pacific, the tender jumped 
the track, causing some delay to the train. 

On the 21st, the PY, car of the Green i Minnesota road 
was thrown from track near Whitehall, Wis., by a defective 
rail, the car going 10 feet down the bank. 

th on the St. Louis, Iron Moun- 
road between St. Louis and Carondelet there 
collision between a freight train and a wild 
ongne by w! both e: and a car were badly damaged. 
the night of the 2ist,an accommodation train on the 
Toledo, Wabash & Western Railway was thrown from the track 
near Wabash, Ind., by the br of a wheel under a passen- 
ercar, One passenger was , four passengers, the con- 
Guotor and three brakemen severely injured. 

On the morning of the 22d, a passenger train on the Annapo- 
Kis & 2 road was thrown from the track at the depot in 
Annay d., by a misplaced switch. 

On a freight train on the European & North Ameri- 
can ran over some cattle which were on the track 
near Kingman, Me. Five cars were thrown from the track, 
three wrecked, and two went down the bank into 
on oe min og the 234, Fr. stburg, Md. 

e near Fr. stburg, » on the 
Cumberland & Pennsylvania road, the boiler of a locomotive 
ex the eman, wounding the fireman and 
completely wrec the engine. 

About noon on the 23d, on the New York Central & Hudson 
River road, there was a butting collision between the paymas- 
ter’s train anda re. ay train at the junction with the Athens 
Branch in Schen a Y¥. The engineman of the pay 
train jumped and was killed. 

On the afternoon of the 23d, a north-bound passenger ttain 
on the Illinois Central was thrown from the track at Moawe- 
qua, fl., bya misplaced switch, damaging badly the engine 
aon the 50h a ‘ t-bound 

e as & wes assenger train on the Cleve- 
land, Colum Oincinnati & Tadia ~ 


d, napolis road was runnin. 
into Union City, Ind., the engine and three cars were aon 
from the track by a defective . 

About noon on the 25th a freight train on the Jackson, 
Lan & w road ran into a tree which had fallen 
near Deep River, Mich., wrecking the engine 

and six cars. 


On the afternoon of the 25th, on the Stillwater branch of th 
Lake 8 r & Mississippi road, near White Bear, Minn. 
there was a butting nm between a passenger and a mixe 
bens re both engines and several cars were badly 
wrecked, Both trains were behind time, and each conductor 
supposed that the other would wait for him. 

n the evening of the 25th, on the Cleveland, Columbus, 
Cincinnati & 8 road, near Oakland, Ind, a was 
thrown from the at a break where a had been taken 
7 the ‘engine and eight cars went dowa 

e 


p for ae 
"Oe the night of the 25th the parail 
el rod of the engine of an 
express es on the New York Central & Hudson Hiver Rail- 
road broke when the train was about eight miles east of 
Buffalo. The rod was disconnected and an effort made to run 
the engine with one side, when one of the drivers broke, dis- 
abling the engine, 

On the morning of the 26th a passenger train on the Bur- 
lington & Southwestern Railroad ran over a cow near Donald- 
"On the 20th, fa the at: Louis, Vandal 

, on the St. » Vandalia, Terre Haute & In- 
dianapolis road, near Effingham, Ill., there was a butting col- 
losion between a freight and a construction train, by which 
both engines and several cars were wrecked and four men 
seriously injured. The accident is said to have been caused 
ny ctor of the construction train, who left Effingham 
when the freight was pasty ane. He was discharged. 

On the afternoon of the the second section of a freight 
pop ty a PS 

ew Ham 6, Wr © engine an 
several cars and bry 8a the énginema. gin 

On the ev: of the 26th, a pile bridge near Okawville, Ill., 
on the 8t. Louis & Southeastern road, gave ‘way under a pas- 
anes train, several cars going down 15 feet and upestiing. 


passengers were injured, 
About noon on the ak & freight train on the Rensselaer & 
Sara road ran into some cars which had been left standing 


on the at the with the Rutland & Washington 
road in Castleton, Vt. The engine and several cars 
wreshed end Goa tradk tleched othe hoon The cause of the 


On the 27th, the steam-chest on a switching engine, em- 
ployed at the coal dump at Port Jervis on the Erie Railway, 
exploded, injuring the fireman badly about the feet. 

n the 27th, near Newton, Mo,, on the Southwestern Branch 
of the Chicago, Rock Island & Pacific there was & butting col- 
lision between a construction train and the second section of a 
stock train, by which both locomotives and several cars were 
wrecked, one man killed and one injured. The construction 
train had just previously passed the first section of the stock 
at a siding without seeing or noticing the signal that a train 
was following. 

On the afternoon of the 27th, the engine of a freight train 
on the Prairie du Chien Division of the Milwaukee & Bt. 
Paul jumped the track west of Madison, Wis., went down the 
bank and upset. Three cars followed the engine and were 
wrecked. 

On the morning of the 28th a wild engine on the Iowa & 
Minnesota Division of the Milwaukee & St. Paul ran into a 
Hastings & Dakota passenger train at the crossing of the two 
roads in Farmington, Minn. A locomotive and a passenger 
coach were wrecked and the track blocked some hours. 

On the 28th a treight train on the Virginia & Truckee road 
ran off the track ina deep canon near American Flat, Nev., 
wrecking several) cars. 

On the evening of the 28th, as a train of Baltimore & Ohio 
freight cars was bein pushed up iutaw street in Baltimore, 
one of them jumped the track, ran across the street and was 
badly wrecked. 

Early on the morning of the 29th a sleeping coach of the 
night express from New York to Washington was thrown from 
the track and badly damaged, on the Baltimore Union Rail- 
road, by a broken wheel. It was afterward found that the 
wheel had run nearly two miles after breaking, cutting the 
track at every turn. 

On the morning of the 29th several flat cars of a west-bound 
working train on the New York Central & Hudson River Rail- 
road were thrown from the track and wrecked near Alden, 
N. Y., badly injuring one man. 

On the 29th the rear car of an accommodation train broke 
through a culvert near Frankfort, N. Y.,on the New York 
Central & Hudson River road. 

On the 29th, asa freight train of the Minneapolis & St. Louis 
road was backing down a side track to the Milwaukee & St. 
Pau! depot in Minneapolis, Minn., it ran into some cars that 
were standing on the track. Three cars were thrown from the 
track, two of them going down the bank into the river. 

On the 80tb, as a train on the Newark & New York Branch 
of the Central Railroad of New Jersey was near Claremont, 
N. J., alarge stone, which was being raised by a derrick, fell 
upon one of the cars, crushing in the roof. 

On the 30th a car of a construction train on the Detroit & 
Bay City road was thrown from the track near Utica, Mich., 
and one man was killed. 

On the afternoon of the 80th, as.a switch engine in the 
Toledo, Peoria & Warsaw yard at Peoria, Ill., was standing on 
the track, the engineman haying left her for a minute, the 
engine was started in some way and ran down the track ata 
high speed into some cars standing on a siding, wrecking 
several of them. 

On the evening of the 30th, on the Houston & Texas Cen- 
tral road, near Hempstead, Tex., a sleeping coach broke loose 
from a passenger train. The engine signal bell being rung 
the engineman shut off steam oni put on brakes, when the 
sleeper ran into the rear car, smashing the platform and in- 
juring a brakeman. 

This is a total of 89 accidents, whereby 19 persons were killed, 
and 5linjured. Fourteen accidents caused logs of life and 17 
others injury, the remaining 58 having caused no serious in- 
jury to any person. 

These accidents may be classified according to their nature 
and causes as follows: 

COLLISIONS: 

WOOF GOUMMIONS ccc ccscvecccs ccesccccocccccccces Peceecevccece 8 
Butting collisions... 
Crossing collisions. . 





Unexplained......... 

DERAILMENTS: 
Unexplained ........ccccsescccsscssecccecsetscces idee eves 21 
Cattle OM (BOOK... cesccccccccescccccccccsvesscesccveseverees 7 
PEIRINCEE BWIEOD ... co rcccesescccscccccccesceoeeccsoces as sive 


PINE «1.0 1:thvdie nes cpacepite ones bomen 6aedee becenescocns 
Malicious obstruction.... 
Pallen brake, beam or rod.......... «1. seeceecesesves 
Rail out for repairs 
Broken truck....... 
Loose wheel........ 
Explosion of nitro-glycerine 
Broken parallel rod 
SE In 0.6.0 000 oo 0:006625500000000 600080000000. 000500008 
Defective frog........ 
Loose switch 
IEE ohb sa bind 3hln00506d:0 cases oplese tedden mens oesenrerwdce 
EN cs oie \e:- oars oesle CROCUS bras eanerceaesees 
RE BEIEEDe 0.000000). 0000000000000 









Broken culvert.... ' 
Tree on track ........... 
Rock on track ° 
QOD GIOW Gos si ccbieice ithe dicddwdveiciid 


OUI: one 00644 2605 crieddd caneddpdectecssbeverricnd. ver 
PRON CUMBOUNON, 0000 ccc cccsccccedccs Shb0emeesd 6d: b00esenees 
I IE, BOs 006 0:6 »:405 0:50:00 G00 04980 686eberenctaye 

Car burned............ 
Falling rock 


8 

Twenty accidents are recorded as being caused directly by 
defects or failures of road or equipment} probably the number 
should be larger, many of the unexplained derailments being 
due doubtiess to defects in the track. The number of collisions 
is unusually large, and a considerable number of them were 
due to failure to display or to see signals. Misplaced switches 
also caused a number of accidents, showing an undesirable 
amount of carelessness among employes. The accident on the 
Syracuse Northern road at Brewerton, where a train ran into 
an open draw, is remarkable as being apparently one of the 
most deliberate pieces of carelessness on record, Cattle on 
track caused a number of accidents, as may be expected at 
this season. 

For the year ending with May the record stands as follows: 
No. of accidents. — Ne 





June.. 90 
July... -- 90 18 80 
August... om +. 150 63 155 
Gamdember ess. ociccccscccecoccsccaces 106 29 15 
QRROOR. c500 0 on canccvns cee: 6500066 88 ll 47 
NOVOMDE?........ccccreesevcescsees 16 ll 50 
DIOOOTIUGE . 000.00 ccncec coccvcccsscncies 80 16 43 
GUNMIITT « coccccccccccccccees+cecsecse 108 18 98 
90 25 49 
18 49 
3 12 
19 61 
Tebaes oes cccpcs coivercencciias 1,114 238 813 





cotident was the failure of the station men to signal the freight 


The average per day for May is 2.87 accidents, 0.61 killed 


and 2,28 injured. The averages for May, though very much 
above those for April, are nevertheless somewhat below those 
for the year. 
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ELECTIONS AND APPOINTMENTS. 


—At the annual meeting of the Chicago & Northwestern 
Railway Company in Chicago, June 4, the stockholders and 
voting bondholders elected the following directors for the 
ensuing three years : John F. Tracy, David Dows, Francis H, 
Tows, A. B. Baylis, B. F. Allen. The board re-elected Albert 
Keep, President; M. L. Sykes, Jr., Vice-President, Secre. 
tary and Treasurer; 8. O. Howe, Assistant Secretary and 
Treasurer ; H. H. Porter, General Manager. 

—At the annual meeting of the age & State Line Railroad 
Company in Chicago, June 4, Albert Keep, John F. Tracy, Da- 
vid Sows, A. G. Dulman, M. L. Sykes, Jr., H. H. Porter, Wm, 
H. Ferry, M. Hughitt and J. B. Redfield were chosen direc. 
tors. Albert Keep was elected President ; M. L. Sykes, Jr., 
Vice-resident ; J. B. Redfield, Secretary and Treasurer; Al- 
bert Keep, M. L. Sykes, Jr., and H. H. Porter, Executive Com- 
mittee. The road is worked by the Chicago & Northwestern 
Company. 

—At the annual meeting of the State Line & Union Railwa 
Company in Chicago, June 4, Albert Keep, John F. Tracy, 
L. Sykes, Jr., H. H. Porter Wm. H. Ferry, M. Hughitt, M, M, 
Kirkman, J. B. Redfield and E. D. Richardson were chosen di- 
rectors. The board elected Albert Kooy, President; M. L, 
Sykes, Jr., Vice-President; J. B. Redfield, Secretary and Treas- 
urer; Albert Keep, M. L. Sykes, Jr., H. H. Porter, Executive 
Committee. The road is worked by the Chicago & Northwest- 
ern Company. 


—At the annual meeting of the Chicago & Milwaukee Rail- 
way Company in Chicago, June 4, Albert ha John F. Tracy, 
David Dows, A. B. Baylis, A. G. Dulman M. L. Sykes, Jr., H, 
H. Porter, W. H. Ferry and J. B. Redfield were chosen direo- 
tors. The board elected Albert Keep, President; M. L. Sykes, 
Jr., Vice-President, Secretary and Treasurer; J. B. Redfield, 
Assistant Secretary; Albert Keep, M. L. Sykes, Jr., H. H. 
Porter, Executive Committee. The road is owned by the Chi- 
cago & Northwestern Company. 


—At the annual meeting of the La Crosse, Trempeleau & 
Prescott Railway Company in Chicago, June 4, Albert Kou, 
John F, Tracy, David Dows, A. G. Dulman, C. R. Marvin, M. 
L. Sykes, Jr., H. H. Porter, W. H. Ferry and M. M. Kirkman 
were chosen directors. The board elected Albert Keep, Presi- 
dent ; M. L. Sykes, Jr., Vice-President, Secretary and Treas- 
urer; J. B. Redfield, Assistant Secretary ; Albert Keep, M. L, 
Sykes, Jr., H. H. Porter, Executive Committee. The road is 
worked by the Chicago & Northwestern Company, which owns 
all the stock. 


—at the annual meeting of the Winona & St. Peter Railroad 
Company in Chicago, June 4, Albert Keep, John F. Tracy, 
David Dows, A. B. Baylis, A. G. Dulman, M. L. Sykes, Jr., H. 
Hi. Porter, William L. Scott and W. H. Ferry were chosen di- 
rectors. The board elected Albert Keep, President; M. L, 
Sykes, Jr., Vice-President and Treasurer: Samuel O. Howe, 
Secretary ; J. B. Redfield, Assistant Secretary; Albert Keep, 
M. L. Sykes, Jr., H. H. Porter, Executive Committee. The 
Chicago & Northwestern Company owns all the stock of the 
company. 

—Mr. T. Penfield, late General Passenger and Ticket Agent 
of the Rockford, Rock Island & St. Louis Railroad, and for- 
merly connected with the passenger departments of the Pitts- 
burgh, Fort Wayne & Chicago and Toledo, Wabash & Western, 
has been appointed General same ted and Ticket Agent of 
the Hannibal & St. Joseph Railroad, vice E. A. Parker, re- 
signed, his appointment dating from June 1. All communica- 
tions pertaining to the General Passenger and Ticket Depart- 
ment should be addressed to Mr. T. P. nfield, Hannibal, Mo. 


—Mr. Edward Turner, Superintendent of the Evansville, 
Owensboro & Nashville (formerly Owensboro & Russellville) 
Railroad, having resigned his position, R. 8. Triplett, General 
Freight and Ticket Agent, will act as General Business Agent. 
Mr. J. R. Osborne will act as Superintendent of Machinery, 
9 Stock and Road Bed. The offices are at Owensboro, 

y- , 

—The first board of directors of the People’s Freight Rail- 
way Company of New Jersey is as follows: R. Babcock, Jr., 
James F. Hughes, P. 8. Trainor, H. B. Kerr, Edward McGin- 
nis, W. H. Dorman, Andrew Kerr, Michael Kelly, George W. 
Whyhard, —. City, N. J.; OC. W. Jones, George H. Lincoln, 
Frank Kimball, New York Uity ; J. M. Nash, Brooklyn, N. Y. 

—A telegram from London announces that Mr, L. J. Ser- 

eant, now General Manager of the South Devon Railway 
amas| 175 miles), has been appointed Managing Director of 
the Grand Trunk Railway, to succeed Mr. O. J. Brydges. 

—At the annual meeting of the Concord Railroad Company 
in Concord, N. H., May 25, the following directors were chosen: 
Onslow Stearns, Concord, N. H.; James W. Johnson, Enfield, 


eee 





| N.H.; Joseph P. Pitman, Laconia, N. H.; Frederick Smyth, 


Samuel N. Bell, Manchester, N. H.; John E. Lyons, John A. 
Burnham, Boston, Messrs, Bell and Burnham are new direct- 
ors, replacing William A. Tower and John A, Spalding. 

—The annual meeting of the Nashua & Lowell Railroad 
Company was held in Nashua, N. H., May 27, and the Sollowiag 
board of directors was elected: Edward Spaulding, William W. 
Bailey, Nashua, N. H.; Onslow Stearns, Concord, N. H.; Daniel 
8. Richardson, Lowell, N. H.; Francis B. Crowninshield, Boston. 
The only new director is William W. Bailey, who replaces 
Henry Sigourney, of Boston. The board re-elected the old 
officers, as follows: President, Francis B. Crowninshield, 
Boston; Treasurer, Theodore H. Wood, Nashua, N. H.; Clerk, 
Edward P. Emerson, Nashua, N. H. 


—At the annual meeting of the Nashua & Rochester Rail- 
road Company in Nashua, N. H., May 25, the following direc- 
tors were chosen: F. H. Kinnicutt, Francis H. Dewey, E. B. 
Stoddard, Charles W. Smith, Charles 8. Turner, Worcester, 
Mass.; C. A. Waters, Groton, Mass.; Charles E. Whitin, Whit 
insville, -Mass.; Aaron W. Sawyer, A. H. Dunlap, A. A. Mo 
Kean, Nashua, N. H.; N. V. Whitehouse, Edwin Wallace, 
Rochester, N. H.; J. 8. Eastman, 1 N. H.; Jose 
C. Burley, Epping, N. H.; John Lynch, Portland, Me. Mf 
a » Kinnicutt was re-elected President, and A. F. Stevens 

erk, 

—At the annual meeting of the Concord & Claremont Rail- 
rord Company in Concord, N. H., May 27, the following -— 
tors were re-elected: Onslow Stearns, Charles Minot, U# iW 
O. Sanborn, Concord, N. H.; Edward L. Goddard, Daniel © 
Johnson, Claremont, N. H.: Dexter Richards, Newport, N. tly 
Mason W. Tappan, Bradford, N. H. The board subsequen , 
=— Onslow Stearns President, and John Y. Ungridg 

Jlerk. i 

—At the annual meeting of the Wilton Railroad Com be 
Nashua, N. H., May 27, the following directors were robo 
William Ramsdell, Milford, N. H.; Clarke C. Boutwell, ; 
Reed, Isaac Spaulding, Solomon Spaulding, Nashua, Gree 
Isaac Spaulding was chosen President, and J. Thornton . 
ley, Clerk, 


—At the annual meeting of the Springfield & Northwoste? 





and 1.65 injured; for the year it is 3.05 accidents, 0.65 killed 


Railroad Company in Leland, Ill., June 2, the following , 
rectors were elected: D. E. Smith, C. R. Griggs, D. T- 
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son, J. K. Kincaid, John Tice, Robert 8S. Moore, David J. my. 4 
oner, John T. Stewart, A. J. Ware. The only new director 
John Tice, who replaces Ex-Gov. Wm. Dennison. The board 
elected A. J. Ware, President; John T. Stewart, Vice-Presi- 
dent: D. T. Thompson, Treasuret; George A. Blanchard, Seo 
retary; 8. P. Shope, Attorney. 

—At the annual meeting of the California & Texas Railway 
Construction Company in Philadelphia, June 4, the followi 
directors were elected: H. H. Houston, Frank §. Bond, W. G. 
Audenreid, Philadelphia; D. 8. Small, York, Pa.; John Mc- 
Manus, Reading, Pa.; J. W. McCullough, Fitvebarg®, Pa.; H. 
G. Stebbins, George BE. Quintard, New York; W. T. Walters, 
Baltimore; Alfred Gaither, Cincinnati, O.; 8. F. Miller, W. C. 
Hall, W. C. Hite, Louisville, Ky.; J. E. Brown, Atlanta, Ga. 


—At the annual meeting of the Peterborough Railroad 
Company in Nashua, N. H., May 25, the following directors 
were chosen : Solomon Spaulding, Gilman Scripture, Josiah G, 
Graves, Albert McLean, Nashua, N. H.; Granville P. Felt, 
George A. Ramsdell, Milford, N. H.; James Scott, Peter- 
borough, N.H. The board elected James Scott, President; 
Theodore H. Wood, Nashua, N. H., Treasurer; Gilman C. Shat- 
tuck, Nashua, N. H., Clerk. 


—The 28th annual meeting of the Boston, Concord & Mon- 
treal Railroad Company was held in Plymouth, N. H., May 25, 
when the old board of directors was re-elected, as follows: 
Alexander H. Tilton, Tilton, N. H.; - P. Pitman, Laco- 
nia, N. H.; John L. Dix, Milford, N. H.; Joseph W. Lang, 
Meredith, N. H.; Peter Butler, John E. Lyon, John A. Parks, 
Boston. 


—The Santa Rosa Branch Railroad Company was recentl 
organized by the election of the following directors: W. 8. Mw. 
Wright, George A, Tupper, E. T. Farmer, Santa Rosa, Cal.; 
John F. Kessing. L. D. Latimer, San Francisco. The boar 
elected John F. Kessing, President; E. T. Farmer, Treasurer; 
Wm. W. Morrow, Secretary. 


At the annual meeting of the Columbus, Chicago & In- 
diana Central Railway Company, June 8, the following direc- 
tors were elected : John 8. Newman, Indianapolis, Ind. ; J. N. 
vonverse, Union City, Ind.; John Gardner, Norwalk, O.; Wm. 
Dennison, B. E. Smith, J. T. Bartlett, G. B, Wright, W. Jami- 
son, Columbus, O.; J. 8. Thomas, Philadelphia ; W. D. Thomp- 
son, Adrian Iselin, W. R. Fosdick, W. Whitewright, J. R. Wal- 
ler, G. Gamell, F. R. Fowler, New York. The board re-elected 
B. E. Smith, President, and Gordon Moodie, Secretary and 
Treasurer, 


—At the annual meeting of the Chicago, Rock Island & Pa- 
cific Railroad Company in Chicago, June 8, the following di- 
rectors (one-third of the board) were chosen for three years : 
George L. Davenport, Davenport, Ia.; A. G. Dulman, Harvey 
Kennedy, James R Corning, New York, The board re-elected 
the following officers for the ensuing year : President, John F, 
Tracy ; Vice-President, Hugh Riddle ; Secretary and Treas- 
urer, Francis H. Tows. The Executive Committee is com- 
posed of John F. Tracy, Wm. L. Scott, David Dows, B. F. Al- 
den and Francis H. Tows. 

—The annual eoneting of the Gilman, Clinton & Springfield 
Railroad Company was held in Springfield, Ill., June 3. The 
board of directors having been snodliel some time since un- 
der the provisions of the Illinois law, there were only three 
directors to be elected, and John Williams, A. H. Marquis and 
R. D. Lawrence were chosen without opposition, The board 
subsequently met and elected 8, H. Melvin President ; William 
Fuller, Vice-President; George N. Black, Treasurer; J. W. 
Lane, Secretary. 

—The directors of the Fort Wayne, Muncie & Cincinnati 
Railroad Company have elected C. H. Dalton President and W. 
H. Hart Treasurer. 


—At the annual meeting of the Lake Superior & Miostesions 
Railroad Company in St. Paul, Minn., June 3, the following di- 
rectors were elected : B. 8. Russell, Duluth, Minn.; J. H. Stew 
art, Minneapolis, Minn.; John P. Isley, James Smith, Jr., 
Charles H. Graves, Wm. Dawson, a. =z Welles George burn: 
ham, George Whitney, St. Paul, Minn.; 8. M. Felton, Isaac 
Hinckley. ©. H. Clark, F. H. Clark. Philadelphia. Mr. Whitney 
replaces C. E, Furness. The board subsequently elected the 
following officers: President and Land Commissioner, J. P. 
Iisley ; Secretary and Treasurer and Treasurer of Land De- 
partment, Thomas M. Davis; Assistant Secretary, 8. W. Col- 
ton, Jr.; Attorney, James Smith, Jr. 


—At the annual meeting of the Kansas Midland Railroad 
Company in Topeka, Kan., May 29, the following directors 
were chosen: i. Bartling, Clarence A. Black, George DL. 
eo Wm. Holden, A. C. 9" H. McCormick, 
©. N. Rix, Jos. Shippen, W. D. Tenny, A. 8. Thorp, 8. T. Zim- 
merman. The board subsequently elected the following officers: 
President, H. Bartling; Treasurer, A. C. Huydekoper; Secre- 
tary, ©. N. Rix; General Manager, George D. Chapman; Gen- 
eral Superintendent, W. W. Fagan; General Freight and 
Ticket Agent, T. J. Anderson. 

—The Crown Point Iron Company, which owns the Crown 
Point Railroad, at its annual meeting, recently, elected the 
following trustees: John Hammond, Crown Point, N. Y.; Smith 
M. Weed, Plattsburgh, N. Y.; Edwin W. Hall, Whitehall, N. Y.; 
Moses Taylor, New York; Thomas Dickscn, scranton, Pa. The 
board elected Gen. John Hammond President; Thomas Dick- 
son, Treasurer; 8. M. Weed, Secretary. 

—Mr. Allan Bourne has been appointed General Freight and 
Ticket Agent of the oneal. Lawrence & Galveston 
Railroad, in place of Charles B. Peck, resigned. Mr. Bourne 
will act also as Paymaster and Purchasing Agent. 


~The new board of directors of the Southern Minn sota 
Railroad Company has elected the following officers: Presi- 
dent, Clark W. Thompson ; Vice-President and Treasurer, P. 
M. Meyers ; Secretary, H. M. Wells, Jr.; Land Commissioner, 


~ : rown, Mr. Thompson is the original builder of the 
oad, 


_ At the annual meeting of the Warwick Railroad Compan 
in Warwick, R. I., recently, the old directors were re-elected, 
48 follows: William H. Reynolds, Marshall Woods, Stephen 
Harris, Josiah A. Whitman, George W. Prentice. At a subse- 
quent meeting of the directors William H. Reynolds was elect- 
ed President ; D. C. Reynolds, Clerk ; O. P. Davis, Treasurer ; 

muel N. Keith, Chief Engineer ; and Samuel Currey, At- 
torney, 
rie y the annual meeting of the Pennsylvania Company in 
Teereh, Pa., June 2, the following directors were chosen : 
juomas A. Scott, George B. Roberts, H. H. Houston, Edmund 
ah, Philadelphia; J. N. McCullough, William Thaw, Pitts- 
on bh; Hugh J. Jewett, Columbus, O. The only new director 
Ral tr. Edmund Smith, who is Treasurer of the Pennsylvania 

‘oad Company. 
—At the 


d annual meeting of the Manchester & Keene Rail- 
Toad Company i 


. ny in Keene, N. H., May 28, the following directors 
Tener een : Henry Colony, Samuel W. Hale, Lr. George B. 
en Jason French, Keene, N. H.; Daniel W. Tenney, 

W ro, N. H.; Milan Harris, Harrisville, N. H.; Theodore 
Wilt A. H. Dunlap, Nashua, N. H.; Charles H. Burns, 
H > N.H.; E. A. Straw, Waterman Smith, Manchester, N. 
Treas aenomas E. Hatch was chosen Clerk, and 8. G. Griffin, 


~At the annual meeting of 2 O i i 
sting of the Canton Company in Balti- 
Bak? June 4, the pavwing directors were chosen : Charies J. 
8. Beli George S. Brown, Wm. G. Harrison, Charles Weber, 8. 
ler Dagentimore ; A. B. Baylis, James B, Colgate, Wm. But- 
can, Wm. Mertens, New York. 


—At the annual meeting of the Connecting Railroad Oom- 
pany in Philadelphia, June 9, the old board of directors was 
re-elected, as follows: Thomas A. Scott, Josiah Bacon, Strick- 
land Knenss, Alexander Biddle, Wistar Morris, A. J. Derby- 
shire, a B. Roberts. Thomas A. Scott was re-elected 
President. The company owns the line across Philadelphia 
from the Philadelphia & Trenton at Frankford to the Pennsyl- 
vania at Mantua Junction, 


—At the annual meeting of the Keokuk and Des Moines 
Railroad Company in Keokuk, Ia., June 4, the following direct 
ors were elec for the ensuing year: Henry A. Burling, J. 
Augustus Johnson, Robert C, Geer, W, C. Nicoll, G. W. Duer, 
Iraes Corse, 0. Seguine Johnson New York; Edward D. Man- 
dell, New Bedford, Mass.; O. C. Hale, of Keokuk, Ia. 

—The bondholders of the Northern Pacific Railroad Com- 

ny held a meeting in New York June 9 and elected Wm. B. 

gden, of New York, a trustee under the mortgage in place of 
J. Edgar Thomson, deceased. 

—At the annual meeting of the Flint & Tere Marquette 
Railroad Company in East Saginaw, Mich., June 8, the follow- 
ing directors were elected: H. C. Potter, G. W. Ledlie, M. L. 
Webber, East Saginaw, Mich.; E. B. Ward, Detroit, Mich.; J. 
H. Prentiss, Chicago, Ill.; 8. K. Hitchcock, Goshen, N. Y.; 
Jesse Hoyt, New York City; W. W. Crapo, New Bedford, Mass. 

—At the annual meeting of the New Egypt and Farmingdale 
Railroad Company in Farmingdale, N. J., May 25, A. Bitner, 
Jr., E. P. Emson, D. H. Brown, J. BR. Bitner John Keller, 
William Allen, and B, F. Bitner were elected directors. The 
Board subsequently chose A. Bitner, Jr., President; E, P. Em- 
son, Treasurer, and 8, T. Williams, Secretary. 


—During the absence of Mr, Franklin B. Gowen in Europe, 
Mr. Robert B, Cabeen has been chosen President pro tempore 
of the Philadelphia & Reading Railroad Company. Until Mr. 
Gowen’s return, all communications and reports, such as have 
heretofore been sent to the President (other than those relat- 
ing to the Transportation me gene will be sent to Mr. J. 
W. Jones, First Vice President, and those relating to the 
Transportation Department, both railroad and canal, will be 
addressed to Mr. G. A. Nicolls, Second Vice President. 


—The officers of the Parker & Karns City Railroad are as 
follows: General Superintendent, W. O. Mabley; Assistant 
Superintendent, Charles Kennedy; General Freight Agent, 
M. Wadsworth. 


—At the annual meeting of the Syracuse & Chenenee Rail- 
road Company in Syracuse, N. Y., June 2, the following 
directors were elected: George F. Comstock, Samuel D. Luce, 
Alfred A. Howlett, Reuben W. Stroud, Asel L. Dolbey, Henry 
Ten me Joseph I, Bradley, Artemus L. Simms, Clark Snook, 
Conra Shoemaker, David J. Mitchell, Hiram Eaton, John W. 
Barker. Ata subsequent meeting of the board the following 
officers were chosen: President, Guorge F. Comstock; Vice- 
President Alfred A, Howlett; Treasurer Hiram Eaton; Secre- 
tary, F, Sherman. 


—The following ponciekmente of officers on the Marietta, 
Pittsburg & Cleveland Railroad have been made, dating from 
May 25: James McArthur, Chief Engineer and General Buper- 
intendent; J. A. Kingsbury, Master of Transportation, Gen- 
eral ie t and Ticket Agent; John Cisler, Master of Road; 
J.J. Kidd, Supervisor of Track, North Division; 8. D. Bratton, 
Supervisor of Track, South Division; We Oe Adame, Master 
Machinist; R. ». Hoover, Superintendent of Telegraph and 
Train Dispatcher; George O. Butts, Cashier and Supply 
Agent; C. UO. Moore, Paymaster; H. J. Booth, Auditor, 

—At the annual meeting of the Baltimore & Drum Point 
Railroad Company in Baltimore, June 3, the following direc- 
tors were chosen: F, L. Barreda, Dr. R. Magruder, T. 8. 
Iglehart, James Cheston, Jr., W. R. Hutton, James Webb, A. 
Banks, H. E. Loane, H. E, Owings, vamer T. Briscoe, R. 8. 
Stuart, H. E. Moton. 


—At the annual meeting of the Chesapeake & Delaware 
Canal Company in Philadelphia, June 1, Andrew 0. Giay was 
re-elected President, with the following directors: George 
Cadwalder, Joseph Jones, William Harmar, H. Pratt McKean, 
J. E. Gilpin, Thomas A. Biddle, I. V. Williamson, Isaac Ford, 
Charles H. Hutchinson, Edwin Swift, David Scull, Mahlon P, 
Hutchinson, John R. Baker, and Charles Dutilh. 


—At the annual meeting of the Rome, Watertown & Ogdens- 
burg Railroad Company in Watertown, N, Y., June 3, the old 
board of directors was re-elected as follows: Marcellus Massey, 
Talcott H. Camp, Gardner Colby, John 8. Farlow, Samuel Sloan, 
Moses ‘— )}. Zabriskie, John T, Denny, Theodore Irwin, 
Solon D. Hungerford, C. Pierrepont, William M. White, Wil- 
liam E. Dodge. 


—At the annual meeting of the St. Louis, Alton & Terre 
Haute Railroad Company, June 1, Mr. Charles Butler was re- 
elected, but tubsequently resigned, to take effect July 1. Mr. 
Robert Bayard, of New York, has been chosen President to fill 
the vacancy. 


—The directors of the Wellingtou, Grey & Bruce Railroad 
Company in Hamilton, Ont., May 26, re-elected Win, McGiver- 
in President and Geo, D. Ferguson Vice-President for the en- 
suing year. 


—Mr. J. W. Brown, formerly Agent for the Rome, Watertown 
& Ogdensburg at Cape Vincent, has been appointed General 
Agent and Train Dispatcher of the Syracuse Northern road. 

—at the annual meeting of the South Mountain & Boston 
Railroad Company in Blairstown, N. J., June 2, the following 
directors were elected: F. M. Ward, Dr. C. V. Moore, Jos. B. 
Cornish, Joseph Anderson, Jobn Bunnell, Andrew N, Snover, 
Aaron O. Bartow, Jacob C. Vanhorn, Thomas Struble. Ata 
subsequent meeting of the board Jos. B. Cornish was chosen 
President; Wm. H. Bell, Vice-President and General Manager; 
Isaac Wildrick, Treasurer, and Marshall Hunt, Secretary. 


- At the annual meeting of the Fort Wayne, Muncie & Cincin- 
nati Railroad Company in Fort Wayne, June 3, the following 
directors were elected: E. J. Hale, John M. Forbes, H. 8. 
Russell, Charles H. Dallas, —. M. Baldwin, George Ty- 
son, Jobn W. Brooks, John A, Bu 
newell, Boston, Mass.; James F. Joy, Detroit, Mich.; Lars 
Anderson, Cincinnati, O. 





TRAFFIC AND EARNINGS. 





week ending May 23 were : 
Total 
Flour. Wheat. Corn. Oats. Barley. Rye. weight 
At bbls. bush. bush. bush. bush. bush. in tons, 
New York. 78,833 1,394,834 464,875 271,903 9,800 39.407 60,286 





Boston .... 26,893 22,330 80,616 1,218 4,053 
Portland... 14,100 __...... 25,490 = 2,40 ncesree soeee . 892 
Montreal .. 26,700 313,161 26,412 --. 10,630 
Ph'delphia. 15,601 189,000 49,200 2,040 8,056 
Baltimore. 22,157 58,615 196,400 1,0 17, 

N. Orleans. 15,96u 28,956 118,810 76,349 ...... ssevee 6,575 


Total. ...200,144 2,006,896 960,643 460,908 19,800 43,765 97,187 


—The earnings of the New Jersey Midland Railroad Rail- 
road from the time the lease to the New York & Oswego Mid- 
land terminated, in October last, to April 30, six munths and 
a half, were $150,462.37, or $1,876 per mile. The earnings have 
increased very rapidly, rising from $22,696.61 in January to 
$38,485.81 in April, notwithstanding that the ore traffic this 
season has been very light. The estimated earnings for May 





were $47,985, 


rnham, Horace H. Hun- | da: 


—The meng om of flour and grain at seaboard ports for the | y 


: ine scuningn ah te pee ae tay es end- 
were: 5 215; decrease, 

$408,245, or 6 5-16 eae . yen 
—The earnings of the Intercolonial Railway for March were: 
1874, $69,897; 1873, $45,217; increase, $24,680, or 544% per cent. 
—For the week ending May 23 the flour and grain shipments 
of St. Louis and the six lake grain ports (Chicago, Milwaukee, 
Duluth, Detroit, Toledo and Cleveland) were as follows, by 


rail, and in all: 
Per ct. 

Total. By rail. by Rail. 
PROG, WAS, 0000 do cote td vededevces 115,388 62,251 “a. 
Wheat, DAGR 2000 cccccccccccccccecs 1,967,368 389,784 20 
DOT © coccccccccesccsecseece 1,550,626 287,406 1834 
Oats, OF cccccccccccsepes ecccce 663,775 217,980 383, 
MNRAS: (9 cic cielinnds su scueboill 15,156 600 4 
Rye, eer os cedese 13,904 10,230 1 


—For the week ending May 23 and for the part of 1874 then 
closing, the grain receipts at the six lake ports and St. Louis 
were : 


oe 

927,257 

2,113,387 
6065, 





56,420,734 


For the same period in 1873, the total grain receipts at these 


Total grain, bush............ 


laces were : 41,656,648 ; 1872, 38,268,344; 1871, 34,484,008. The 
otal receipts of these placer since August 1, 1878 had been on 
May 23, 141,500,164 bushels of grain and 5,188 barrels of 
flour, against 118,085,473 bushels and 4,625,844 barrels for the 
same time in the previous year. 


—The carnings of the Chesapeake & Delaware Canal for 1878 
were: 


BSPMINS. 00 - - cccvccvccee © s0ebede 0:06 $0 ndddeccsooneres $441,905 53 
Expenses (82.34 per cent)........06 seseee 200000nenccnace 363.875 87 
FEO GRORINEB o.050,- 0 0000000000 00000901006 00+0000%006 $78,030 16 


—The earnings of the Chesapeake & Ohio Canal for Ma 
were $69,510.74. The coal tonnage for the m nth was: 187 
114,566 ; 1873, 105,661 ; increase, 8,905 tons, or 844 per cent. 

—The earnings of the Lake Shore & Michigan Southern Rail- 


—_ tor the four months ending April 30 are reported as fol- 
lows : 





1874. 1873, Increase. Decrease. P, c. 
Earnings. ... $5,789,752 90 $6.530,160 80 .... ... $740,407 90 11% 
Expenses.-.. 3,004,817 46 4,317,942 06 ........ 173,664 60 17% 
Not carnings.$2,185,435 44 $2,162,178 74 $33,256 70 ...... Meter 


The expenses were 62.25 per cent. of earnings in 1874, and 
67.04 per cent, in 1878, The carnings per mile were $4,902 in 
1874, and $5,748 in 1873, 

—The anthracite coal tonnage of the lines given for the five 
months ending May 30 was as follows: 

Delaware, Lack. & Western, 1874, 1873. Inc. or Dec. P. ct. 

Northward ..........+.+- 265,874 288,465 Dec. 22,591 Bs 

Southward ............+. 809,604 947,677 Dec. 187,088 14k 





Totals ... ....+++++ 1,076,568 1,286,142 Dec, 160,574 13 
Lehigh Division, Central 
ot New Jersey... .....++ 987,035 Dec, 82,260 8 


904,775 
Del. & Hud. Canal Co... 1,015,592 1,165,677 Dec, 160,085 12% 
Pa. Coai Co., by ErieRy. 481,133 434,270 Inc, 46,8638 Wy 
Shataokin Div., Northern 
Central Ry.........++++ 194,53 225,020 Dec 30,617 ly 





Totals. ... sccscsseses 8,671,571 4,048,144 Dec. .76,573 9% 


—The tonnage of Cumberland coal over the different lines 
for the five months ending May 30 was as follows: 


1874. 1873, Inc, or Dec, P. ct. 

Baltimore & Obio.... ... 553,604 633,561 Inc, 20,043 8% 

Ches. & Ohio Cansi...... 161.763 184.436 Inc. 17,327 4% 
Bedford Div., Pa. B.R... 42629 37,050 Inc. 5,579 16 

Oy. Saalisvtitndds 757,096 725,067 Inc. 92,09 4% 


—The earnings of the Central Pacific Ruilroad for May were: 
1874, $1,360,000; 1873, $1,373,675; 1872, $1,380,922; decrease 
1874 from 1873, $13,675, or 1 per cent.; decrease, 1874 from 
1872, $20,922, or 14% per cent. 

For the five months ending May 90 the earnings were: 1874 
$5,027,026; 1873, $5,024,205; 1872, $4,370,343; increase, 1874 
over 1873, $2,821, or 01-16 per cent.; increase, 1874 over 1872, 
$656,684, or 15 per cent. 

—The following companies have thus far reported earnings 
for May: 

Burlington, Cedar Rapids 1874. 1873. Increase, Decr’e, "* 


& Minnesota.......... $ 86,549 & 82,682 § 4,167 ...... 
Chicago & Northwestern. 1,272,208 1,266,072 vere 2h 
Chicago, Milwaukee & Bt, 

vcs esbopees & wvde 964,800 805,802 158,908 ...... 19% 
Illinois Central....... .. 647,892 635,459 12,483 .... 2 
Central Pacific........... 1,360,000 1,378,676 = ...... 13,676 «1 


Most of the companies which report monthly earnings arc 
unusually late in making their May statements, 


CHICAGO RAILROAD NEWS. 


Chicago, Rock Island & Pacific. 

Mr. George E. Weir, Car Kecorder of the Chicago, Rock 
Island & Pacific Railroad, has kindly furnished us the tollow- 
ing figures showing the average mileage of the cars of this 
road for the year ending March 31: 

Coal and flat cars, average for the year 5,419 miles each car, or 17 
miles per day. 

Stock cars, average for the year 15,515 miles each car, or 49 miles 

r day. 
gs Ss Sees, average for the year 12,626 miles each car, or 40 miles per 
da. 


y: 
General average for the year 11,113 miles each car, or 35 miles per 


y. 
Average of the companies “ line’ cars 20,833 miles cach car, or 66 
miles per day. 

Coal or flat cars, highest run was car 1,005, which ran 18 016 miles 
the year. 

Stock cars, highest run was car 2,420, which ran 24,150 miles the 
year. 

Box cars, highest run was car 5,250, which ran 19,482 miles the 

ear, 


Figures of this kind are not often published, but are of no 
= value to an understanding of the economy of rolling 
stock. 
Onicage & Northwestern. 
At the annual meeting in Chicago, June 4, resolutions were 
adopted approving the uction of the directors in contesting 
the validity of tue new Wisconsin law, and gieting the be- 
lief of the stockholders tiat that law isin violation of the com- 
pany’s chartered rights and is an attempt at the confiscation 
of private property. 

‘he injunction suit against the Wisconsin Railroad Com- 
missioners in the United States Circuit Court has been laid 
over to June 20 by consent of both parties. The first question 
to be argued is that of the jurisdiction of the court. Certain 
stockholders have filed another bill similar to the first one, 
asking for an injunction against the enforcement of the law. 
The second suit was also to come up at the June term. 


Michigan Oentral. 





A circular from the General Superintendent announces tha 


| 
| 
| 
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will hereafter no on through 
Be, and does not wish to cafry any on wey freight 
do so to accommodate the on the line. 
These trains cannot always stop so as to bring the way car 
opposite a platform, and passengers must get off or on where- 
ever the car stops and must take their own risks. No baggage 


‘ Another circular announces that passes to employes of other 
roads will be issued only on application of the President, Gen- 
eral er or General Su tendent. No passes to fam- 


ilies of employees will be issued, and no application for 
passes for fasalios ot employes of this road aval athen roads 


The ent has modified its regulations 
concarning stgping ove on through tickets, Conductors are 
to take up all to points wi the limits of their run, 
whether the holders desire to stop over or not, but will give a 
stop-over check when desired, which must be so marked as 
to show the direction of the trip, the numbers of the station 
where the stop is made and of that to which the passenger 
was ticketed, and the date of issue. These checks will be 
given on first-class tickets only. They will be given by pas- 
senger conductors gay, bas will be accepted on freight trains. 
They will be good for ten days on!y. A new stop-over check 
given when requested for any station, on continuing 
the journey if on a passenger train, but not on a treight train. 

Another order requires conductors to honor the return por- 
tion of a round-trip ticket, on the holder's paying the differ- 
ence between the round-trip rate and thw full ticket rate both 


ways. 

ne Land Departwent reports sales for May of 2,256.95 acres 
construction lands tor $17 68; 40 acres interest fund lands 
for $288; 40 acres free lands for $520; and town lots for $30; a 
total of 2,886.95 acres for $18,380.68. Cash collections for the 
month were $27,365.50. 
: The Traffic Department reparts earniugs for May as fol- 
ows: 





Iu Illinois. In Iowa. Total. 

707 miles. 402 miles, 1,109 miles. 
Freight....... seeeees eee + $350,269.00 $14,603.00 $435,872.00 
PasBONgers ... .....e esses 99,160.65 33,029.96 424,089.70 
Mails.....ce006 e'eee 6,375.00 3,059.24 9,434.24 
Other sources... 78,125.00 2,370.66 80,495.76 
Total, May, 1874........... $6533 929 65 $113,962.05 $647 891.70 
Actual earnings, May, 1873, 606,016,73 129,442.26 635,458,909 


Thisis an increase of 5% per cent. in the Illinois earnings, 
a decrease of 12 per cent. in the Iowa earnings, and an increase 
of 1% per cent, in the total earnings. 


Ohicago & Alton. 

The strike of the brakemon at Bloomington continued at 
last aecounts, but trainsare run regularly, the places of the 
strikers having been filled. Some attempts have been made to 
interfere with the making up of fraght trains, and a guard 
was sent out with each train. 

In the Sangamon Circuit Court a bill of exceptions to the 
udgment soncnne ooree against tue company has been filed. 
The intention, it is said, is to carry the case to the Llinois Su- 
preme Court in case the United States Circuit Court decides 
that it has no jurisdiction. 

The Circuit Court subsequently refused to sign the bill of 
exceptions asked for. Iti» supposed that the attorneys for 
the Lay om | will now “ply for a supersedeas from the Su- 

e 








preme Court to prevent property of the company bein 
jevied on to satisfy the judgment tor $3,000 heretofore o tained 
j ) the case, 

OLD AND NEW ROADS. 
Alabama & 


The Chattanooga Times of recent date, says: ‘‘ We have seen 
a certificate from Governor Lewis, or rather an order to the 
resent receivers, stating that Mr, Balch and his associates 
had the Alabama & Chattanooga Railroad, and were 
ready to pay the interest on the bonds declared valid by the 
order of sale in tent ean Senos them to make no 
more expenses C) > 

‘* Under the decree from Justice Bradley’s court, the sale of 
the road by Governor Lewis to es assuming the obliga- 
tions of the State under the rupt sale, and the principal 
-_ me of the nine AR be grvegy ames as Le] 
es i of any er ngs © receivers, an 
they are therefore bound to turn the road over at once to Mr. 
Balch, and will be so ordered by the court.” 
Illinois & St. Louis Bridge. 

The bridge was opened for the passage of wagons June 4, 
anda great number over. The tolls charged are 10 
cents for a vehicle of any kind, and 10 cents for each anima! 
attached .to it; 10 cents per head tor horses aud cattle ; 244 
cents per head for hogs or sheep, and 5 cents for foot passen- 

ers. 

. The railroad track across the bridge was completed Jun» 9, 
and connection made with the tracks of the Vandalia Line in 
East St. Louis. An engine and some cars passed over the 
bridge to its western end and returned. The only work yet to 
be done is the completion of the western approaches. The 
official test of the bridge will be made in a few days. 


A branch line from Durant, Miss., « astward 17 miles to Kos- 
— has been completed and was opened for business 
une 3. 


Lake Erie, Evansville & Southwestern. 
Arrangements have been made for the extension of the road 
from its present terminus at Booneville, Ind., northeast to the 


coal region of Dubois County, about 30 miles. 


Manchester & Keene, 

Efforts are made to secure additional subscriptions to 
the stock, to enable the road to be put under contract this 
summer. ‘The line 1s 38 miles long, from.Keene, N. H., east to 
Parker’s, on the Manchoster & North Weare road, nine miles 
from Manchester 


Erie. 
The Port Jervis Gazette of June 6 says that the employes up 


to that date had not been paid for April, notwithstanding 
many previous promises of a regular pay-day in each month. 
Oil Oreck & River. 

At a meeting of holders of consolidated bonds, the May cou- 
pos on which are upaid, in Philadelphia recently a resolution 
was adopted requesting the trustees to begin the necessary 
legal proceedings for a foreclosure. By the 8 of the mort- 
age, the trustees may, at the request of one-fourth of the 

ndholdera, take possession of the road three months after 
default has been made. 


Cairo & St. Louis, 


The bondholders of this company having alread Sohowmiod 
v © means 
available may be used for the completion of the road, further 
agreed to advance the money needed to pay duties on iron 
already bey ot ope to buy 12 miles of iron, provided the town 

deposited with a 
trustee out of Lilinois to be held until the road snould be com- 


to tund the coupons for two years in order that 


and count ds not yet issued could be 


Oairo ordered the transfer of the Oairo bonds to a trustee in 
St. Louis. Certain parties in Cairo, however, at once applied 
for an injunction to prevent such transfer, and the matter is 
still before the court. 


Selma, Marion & Memphis. 

Mr. White, Acting President of this someene, requests the 
holders of its bonds, indorsed by tue State of Alabama, to 
meet at the St. Nicholas Hotel, New York, June 18, at 10 a. m. 
Dallas & Wichita. 

A contract for the grading of the first five miles from Dal- 
ies, Texas, worth ware has been let to Mr, Cluff, of Denison, 

‘exas. 


East River Bridge. 

The Governor of New York has signed the bill passe d by the 
late Legislature, which provides that the necessary amount to 
be raised for completing the bridge shall be appropriated by 
the cities of New York and Brooklyn in sums o ,000 and 
$1,000,000 sonpoctooy, as the Board of Construction shall need 
it. It remains with the Common Coanzils of the two cities to 
say whether the money shall be raised. 


Sherbrooke, Eastern Townships & Kennebec. 

Contracts have been let for the grading from Sherbrooke, 
Quebec, northward to Weedun, about 35 miles. The work is 
to be finished by September. 


New Haven, Middletown & Willimantic. 

A through train is now run between New York and Boston 
by way of this road, It leaves New York by the New York, 
New aven & Hartford at 10 a. m., reaching Boston at 6:45 3 
m., and leaves Boston by the Boston, Hartford & Erie, at 8: 
a. m., reaching New York 5:45 p.m. The time made is about 
an hour and a half longer than by the Springfield route. 


Milwaukee & Northern. 

In the United States District Court at Milwaukee, recently, 
on application of the trustees under t e first mortgage, an 
order was made modifying the injunction 80 as to allow such 
portion of the income as is applicable by the terms of the lease 
to the payment of interest to be pet over to the trustees, to 
be by them used in paying interest to the bondholders. 


Shreveport & Southwestern. 

A call of 10 per cent. on the stock has been made, making 
20 per cent. in all, called in. Stockholders are allowed to give 
their notes, running till November 1, 1874. 


Junction & Breakwater. 

Tbe directors of both the Philadelphia, Wilmington & Balti- 
more and the Delaware Railroad companies have finally de- 
clined to purchase the contriling interest in this road, 
and the question is thus finally settled. 


Mississippi Valley & Western. 
It is reported that arrangements are being made for the 


consolidaton of this company with the Quincy, Alton & St. 
Louis. 


Little Rock & Fort Smith. 

Arkansas papers state that this road is now in the hands of 

po “7 board of directors, with Col. Sol. F. Clark as Presi- 
ent, 


Green Bay, Wabasha & Faribault, 


The town of Lumbrota, Minn., has voted to take $50,000 
stock in this company. 


8t. Louis & Southeastern. 

It is not yet decided whether the shops recently destroyed 
at Mount Vernon, Ill., will be rebuilt at that place or not. An 
effort is being made to have the new shops located at Evans- 
ville, Ind. The Mount Vernon people have subscribed $20,- 
000 to secure the rebuilding of the shops in their town. 


Missisquoi & Black Rivers. 

Contracts for the grading of 25 miles of this road have been 
let to O, R. Alton & Co,, of New York, and I. N. Sears & Co., 
an English firm. Work will be begun at once, 


Lowell & Windham. 

An epenciiion is to be made to the New Hampshire Legis- 
lature to charter this company, whose road is to extend from 
Windham, N. H., on the Nashua & Rochester road, south to 
Lowell, Mass. It will be about 13 miles long, and with the 
Nashua & Rochester and Boston & Lowell will complete a line 
from Boston to Portland very little longer than the existing 
ones, 


Kansas Midland. 


The track was completed to Lawrence, Kan., June 2, and 
connection made with the Leavenworth, Lawrence & Galves- 
ton. The whole length of the line is 26.4 miles, from Topeka 
to Lawrence. The road will be opened for business in a few 


days. 
tt is reported that it will shortly be leased by the Atchison, 
Topeka & Sante Fe. 


Lake Ontario Shore. 

A meeting of stockholders was held in Sodus, N. ¥., May 26, 

anda committee was appointed to call another mveting to 

consider what action had best ba taken to save the individual 

stock in the company. 

Meetings. 

The following companies will hold their annual meetings at 

the times and places given: 
Chicago, Danville & V ncennes at the office in Chicago, June 

17, at ll a. m, 


Maxwell Land Grant and Railway Company at Cimarron, 
New Mexico, June 30, 


Dividends. 
Dividends have been declared by the following companies: 
Delaware Railroad, 4 per cent. semi-annual, payable July 1. 


Western Union Te'egraph, 2 per cent., quarterly, payable 
July 15. 


New York & Oswego Midland. 

On petition of the Union Car Gyeing Comean , this company 
has been adjudged a bankrupt by the United States District 
Court in New York. The case went by default, the company 
making no appearance. 

_A movement is in progress to have the town bonds issued in 
aid of the road assumed a State of New York. It is 
claimed that the greater number ot the towns through which 
the ruad Fees ave been heavily taxed for other improve- 
ments and have never received anything in return. 


Memphis & Raleigh. 
The suit of Shelby County, Tenn., to recover $50,000 county 
bonds from this company has been dismissed. The company 
had no bonds in its possession, 
Massillon & Ooshocton. 


This boul organized company purposes building a railroad 
from Massillo 


about 45 miles. The capital stock is to be $300,000. 
Atlantic & Great Western. 





pleted and then issued to the company. The City Council of 


n, O., south by west to Coshocton, a distance uf 


Rumors are in circulation in New York that it is intended, 
after the lease to the Erie is completed, to exchange the com- 
any’s stock for Erie stock, thus making a complete consolida- 


which authorizes a company leasing a railroad to issue its own 
stock in exchange for that of the lessor. 


Wisconsin Railroad Law. 

The Milwaukee & St. Paul Company has issued orders that 
no passenger should be allowed to ride, or enter the cars, up. 
less he had first procured a ticket. A conductor who refused 
to allow a man to £et on his train accord:ng to this order wag 
arrested, tried and fined $200, the complainant having proved 
p vod ay had tendered the legal rate fora ticket and was re. 
‘used. 

The Railroad Commissioners have issued a pamphlet con- 
taining she Governor’s proclamation and address, the Attor. 
ney-General’s opinion, the Commissioners’ classification, blank 
forms for making complaints against railroads for violation of 
the Potter law, a carefully compiled table of distances between 
all railroad stations in the State, and much other information, 
This pamphlet is to be widely distributed. 


Lancaster & Reading. 
The directors have resolved to builda branch line about 
five miles long, from Lancaster, Pa., southwest to Millersville, 


New York & Oanada. 

The company has resolved to build the Lake George Branch 
which will be about five miles long. The contract has been lel 
te A. 8. Diven & Co., who are contractors for the main line 
from Whitehall to Ticonderoga. Tracklaying is in progress 
on the main line and it is thought that it will be open to 
Ticonderoga in July. 

On the line north of Ticonderoga is some very heavy work, 
A tunnel 617 feet lovg, through rock, is being built at Wills- 
boro Bay, and near the same point is a rock cutting 600 feet 
long and 60 feet deep. At Big Sandy Reach work is progress. 
ing on another rock cut 700 feet long and 98 feet deep at the 
deepest point. 


Kansas ity to Galveston. 

A committee from the Kansas City (Mo.) Board of Trade 
has been visiting Galveston in order to make arrangements 
for shipping grain from Kansas City 1o Galveston for export, 
Promises of low rates were obtained from the Houston & 
Texas Central, and Missouri Kansas & Texas companies, and 
shipments are soon to be mude, 


New Bonds, 


Several Eastern companies are putting new issues of bonds 
on the market. The Old Colony offers 7 acd cent. 20-year 
bonds, the amount not being stated. The Fitchburg Company 
is selling $500,00$ of an authorized issue of $1,000,0007 per 
cent. 20-year bonds. The Nashua & Rochester is offering 6 
er cent. firat-mortgage bends, guaranteed by the Worcester 
¥ Nashua Company, at 924% and accrued interest. 
In New York the Washington City and Point Lookout Com- 
pany offers $500,000 first-mortgage bonds secured on the East 
Alexandria Branch and guaranteed by the Baltimore & Ohio, 
Recent cable dispatches report the negotiation in England 
of $2,000,000 bonds of the Eastern Railrvad of Massachusetts; 
$2,000,000 new Northern Central bonds; and _ $2,000,000 Wyo- 
ming Coal & Iron Company bunds, guaranteed by the Central 
of New Jersey. 


Orown Point. 

This lately completed narrow-gauge line is about 13 miles 
long, from Lake Champlain at Crown Point, N. Y., westward 
to the mines of the Crown Point Iron Company. This com- 
pany built and owns the road. 


Qincinnati, Rockport & Southwestern. 

A telegram announces the completion of 25 miles of this 

road, from Rockport, Ind., northeast to the Spencer County 

rel Work is being pushed on its exteasion to Jasper, 15 miles 
ther. 


Hoosac Tunnel Line. 

The debate on the Hoosac Tunnel question still continucs 
in the Massachusetts Legislature. ‘The Senate has passed 
over all substitutes and ordered to a third reading Mr. 
Learned’s bill providing for a consolidated line from Boston 
to the Hudson River, in which the State is to have a control- 
ling interest. 


Mobile & Montgomery. 

The Chancery Court at Montgomery, Ala., haa ordere | the 
road to be sold in November next, under foreclosure of the 
first mortgage. No bids are to be received for less than the 
amount of the bonds and accrued interest. The first-mort- 
gage bonds amount to $2,500,000, and are indorsed by the 
tate of Alabama. 

Delaware, Lackawanna & Western—Morris & Essex 
Division. 

The work on the new tunnel will, it is feared, be delayed by 
an unexpected obstacle. The Erie and New Jersey Midland 
companies, it is said, object to the laying of tracks across 
their roads by the contractor, on the ground that the law un- 
der which the tunne! is being built provides for the building 
of the line west of the tunnel only after the tunnel shall be 
completed. If this point 1s maintained, the contractor will be 
forced tu remove his earth and stone by teams, which will de- 
lay the work and cause him a heavy loss. 


Montclair. 

A committee of the bondholders made application to Mr. J. H. 
Pratt, requesting him to have his right of way injunction mod- 
ified so as to allow trains tv run over the whole road. Mr. 
Pratt refused to make a written reply, but said that trains 
could not run until he got his money. 


Pennsylvania—New York Division. 

When the reduction of 10 per cent. in wages was made, some 
months since, it was promised that they would be restored! 
the old rate as soon as the business of the road would ult, 
A committee of engineers recently waited upon tie officers 0 
the road in reference to this promise, and were told the 10 
per cent. would be restored if the men desired it, but in case 
it were done a sufficient number of men would be discharg 
to compensate for the increase of wages. : 

A any car is now attached to the newspaper ay 
which leaves Jersey City at 4:15 a. m., and runs through 
Philadelphia in two hours and a half, making the quickest 
time of any train on the road. 


Gilman, Olinton & Springfield. 
In the suit of Kelly agains: the directors of this company 
the Bloomington (Iil.) Circuit Court, the defendants have 
asked for a change of venue. t 
8. H. Melvin, a stockhoider in the Morgan Improvemit 
Company, which built this road, has brought suit against r. 
drew Carnegie, W. H. Osborne and Morton, Rose & 0o., bee 
cover the difference between 80, the price whic’ was recel¥ 
for $2,000,000 first-mortgage bonds of the igileo, | company, 
and 92, at which price it is alleged that the bunus were ds in 
— nad charge of the negotiation of the bon 
ndon. 


Alleghany Valley. 

The new President, Mr. John Scott, announces that the 
meeting of creditors which was to be held on June ‘of the 
ee: gone till the 16th because of the inability of some 
arge creditors to be present on the former date. The Presi 





aon, 


This, it is said, can be done under a law of New York 


dent hopes next Tuesday to be able to present all the date* 
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lating to the company, including its business down to June ist 
of this year. 


Pennsylvania—New York Division. 

The company, in answer to an inquiry from the city author- 
ities, declines to take any steps towards raising the tracks of 
the main line through Jersey City, unless the ony, will agree 
to bear part of the expense. It is hardly probable that the 
city willdo this, as its financial condition will not admit of a 
large expenditure on an improvement of this kind at present, 


Pennsylvania. 
Acommittee has been sppointed by the board of directors 
to revise the organization of the company, with a special view 
to the strengthening of the Finance Department, 
It is reported that President Scott will, as quickly as possi- 
ble, withdraw from all other engagements and devote his 
entire time to the business of the company. 


Delaware & Hudson Qanal. 

The corner-stone of the company’s new building in New 
York wae laid June 8 with appropriate ceremonies. e build- 
ing is on the corner of Cortlandt and Church streets, having a 
front of 144 feet on the former and 105% feet on the latter. It 
will bea very large and commodious building, and the portion 
not occupied by the company will be divided into offices. It is 
designed to make it a center for the coal trade in New York. 


Green Pond. 

Work is progressing rapidly on this short line, aud the four 
miles from the New Jersey Midland at Charlottenburg to the 
Green Pond Mine will probably be compieted inJuly, The 
road is to be extended from Green Pond southward four miles 
further to the Mount Hope Mine, where it will connect with 
the Mount Hope Railroad, which extends from that point to 
the Morris & Essex at Port Oram. 


Boston, Ooncord & Montreal. 

At the annual meeting, May 25, the stockholders voted to 
give the directors the necessary additional powers to carry 
out the scheme for the consolidation of the stock, which was 
authorized at the annual meeting last year. 


Los Angeles & Independence. 

Asurvey has been commenced of the line from Los Angeles, 
Gal., to the Cerro Gordo district. Mr. James U. Crawford is 
Chiet Engineer. 


Santa Rosa Branch. 

This company has been organized at Santa Rosa in Sonoma 
County, Cal., to build a narrow-gauge road trom Santa Rosa 
toajunction with the North Pacitic Coast road near 'Frees- 
tone. It will be 12 miles long. The capital stock is to be 
$250,000, of which a considerable amount has already been 
subscribed. 


Toledo, Peoria & Warsaw. 

Proceedings in bankruptcy were commenced against this 
company in the United States District Court at Chicago, June 
2. Phe prosecutors are E. Maxwell & Co., of St. Louis. who 
have # claim for $500, and the acts of bankruptcy alleged are 
the preferential payment of certain notes,and the delivery of 
tieroad and property to the mortgage trustees. The court 
issued an order to show cause, returnable June 15, 


Peoples’ Freight Railway of New Jersey. 

A company by this name has filed its articles of incorpora- 
tion with the Secretary of State of New Jersey. The road is 
torun from a point on Staten Island Sound in Rahway or Wood- 
bridge, N. J., west to the Delaware River in the towns of King- 
wood or Deiaware in Hunterdon County. The capital stock is 
to be $1,000,000, and the road will be about 50 miles long. 


Pacific Traffic. 


It is stated that a proposition has been made by the repre- 
tentatives of the three lines from Chicago to Council Bluffs, 
snd accepted by the Union Pacific. This proposition — 
for the restoration of the old arrangements as to through 
freights which were in force before the trouble as to rates 
commenced. The contract with the new line by way of Fort 
Kearney and St. Joseph will still remain in force, and that line 


wil remain as a competitor with the Iowa lines for through 
business, 


New York & Oswego Midland. 

The second-mortgage bondholders met in New York June 3, 
at tue call of the Receiver, Mr. A. 8S. Hewitt. Mr. Hewitt sta’ 
that he desired them to select a new trustee under the mort- 
gage to replace him, or else that a committee should be ap- 
ery to represent the holders and confer with him, He said 
hat the first mortgage was about to be foreclosed, and he did not 
think that it could be prevented. He suggested that a commit- 
tee might be able to make some arrangement for the protection 
of tho fenlor interests. Representatives of the first-mortgage 
bondholders, who were preseut, said that iv.was their inten- 
tion ‘0 give all interests a fair representation in the reorgani- 
zation, provided a disposition was shown to assist in putting 
the road on a sound basis. After some discussion, the meeting 
voted to relieve Mr. Hewitt from his duties as trustee, and to 
‘ppoint a committee of five to represent their interests and 
‘onfer with the first-mortgage bondholders. 

Memphis, El Paso & Pacific. 

Notice is given that an order made in the suit of G. W. 

"right against this company in the United States Circuit 
Court for the Western District of Texas requires all holders of 
tue Coustruction bonds of the old Memphis, El Paso & Pacific 

road vesrpen te present their bonds and claims before 
September 8, 1874, to the clerk of the court at his office in 
er, Tex., or toJohn A. C, Gray, special trustee, at his 
vihee, No, 11 Pine street, New York. In case of failure to do 

40 they will be barred trom the benefits of any order made by 
the court, and from the distribution of any funds and assets 

Se made by the trustee, 


tshington Qity & Point Lookout. 

, This company is pe in New York $500,000 of its 6 per 
es first-in riage gol bonds. These bonds are secured 
aus (completed) Alexandria Branch and the Baltimore & 
, 40 Company, waich leases that branch, contracts to pay the 


terest and to provide a sinking fund sufficient to retire the 
nds at maturity, 


Oulifornia & Texas Construction Oompany. 


on the annual meeting in Philadelphia, June 4, resolutions 
Pri ned providing that the proposed changes in Texas & 
vol Railway securities as set forth in te resolutions 
Teas d May 6, covering the reorganization of the affairs of the 
the Me Pacific and the Construction Company, be referred to 
elect ard of directors with full authority to carry them into 
** either in whole or in part at their discretion, 
~ ld & Longmeadow. 
tad yo has been presented to the city council of Spring- 
Whether”? asking that an election may be ordered to decide 
cee city shall subscribe $225,000 to the stock of a new 
trot §p on which is to be formed to build the posed line 
Neudoy neteld south by east to the Connectient line in Long- 
.™, there to connect with the Connecticut Central. 
& Kennebec, 
ae of Ma A, have _2 ew nem of an _— 
balance 4 per cent. 20-year t company é 
ctuding whee issue of £100,000. They were offered at 86 uy in- 
t-yearly coupon due July 1. The line will extend 


from the St. Lawrence at Levis, opposite Quebec, southward 
90 miles to the Maine border, where a connection with an ex- 
tension of one of the Maine lines is expected. Thirty miles, 
from Point Levis to Ste. Marie, is graded and ten miles is in 

ration, and the whole is under contract to Messrs. Laro- 
chelle & Scott, of Quebec, The Province gives a subsidy of 
$2,500 per mile. 


Grand Trunk, 


It is announced that the change of the gauge of the lines 
east of Montreal from 5 ft. 6 in, to 4 ft. 8% Fae be made in 
September. The company’s lines will then be all of the stand- 
a uge. The lines to be changed are the main line from 
Montreal to Portland, 297 miles; the Quebec aren, tS miles; 


the Riviere du Loup Division, 119 miles; the Arthabaska & 
Three Rivers Branch, 35 miles; in all 547 miles of line besides 
sidings. 


Montolair. 


Mr. A. 8, Hewitt, the trustee now in possession of the road, 
has made a written statement in answer to certain complaints 
made as to his actions. He is unable to run trains on the 
lower end of the road on account of the Pratt-Spaulding right 
of way injunction, which praveste the passage of trains 
through Bloomfield. Until this injunction is dixsolved, noth- 
ing can be done, Moreover the road is not in condition to be 
coer San a large expenditure is needed to put it in order, 
and he has no funds at hiscommand, He has been able to 
run trains on the northern end of the road because certam 

rties have agreed to secure him from loss. Until mone 

or repairs is secured nothing further is possible. Mr. Hewitt 
states that he has no pecuniary interest in the road, has tried 
to his best as trustee, and is anxious to retire from that 
position. 


ANNUAL REPORTS, 


Cleveland & Pittsburgh. 

The road owned by this company being leased to the Penn- 
sylvania Company, its report relates chiefly to the financial 
affairs of the company. The receipts and expenses for the 
year 1873 were as follows : 


Receipts from lessee on account of rental, interest, siok- 









ing fund and orgamization...........65-seeees + +++ «$1,127,989 27 
Paid expenses ot maintaining organization. ° 558 69 
Paid dividends........... wae 786,761 13 
Interest on funded debt.. 295,185 00 
Sinking fund........ .... 86,716 00 

OO. ccc cdccccccccccccccccosecccesececees -s0eee bdewe 1,729 55 
$1,127,939 27 


During the year the lessee reports an ge y ty of 
$724,664 78 on improvements of the road, of which $489,345.11 
was for new equipment, $95,190.53 for dock extensions, and the 
balance for new second track and sidings, shops, depot build- 
ings, etc, 

n capital stock $14,400 old certificates have been re-issued 
in guaranteed stock. There las also been issued for account of 
increase of capital stock of May, 1868, $255, and November, 
1869, $427.50. 

Important changes in the funded debt have taken place. 
The second-mortgage bonds which matured September 1, 1873, 
have been paid off with the exception of $18,000, not yet pre- 
sented, e consolidated bonds vf 1900 have been increased 
by the issue of $569,000 upon the demand of the lessee under 
the provisions of the lease, to provide means for the payment 
of the second mortgage. 

Purchases of consolidated bonds have been made for account 
of sinking fund $36,000, which deducted from issues above 
shown leaves a net increase of $533,000. The total amount of 
these bonds outstanding is $1,499,000. 

The other mortgages remain as they were at last report. 

There have been issued during the year under the require- 
ments of the lease, construction and equipment bonds to the 
amount of $600,000, which have been paid over to the lessee 
on account of betterments put upon the property in 1872, as 
per last annual report. 

The capital account now stands as follows : 





Old stock outstanding........... papeeeceoecs ecaneenenes $21,300 00 
Scrip outstanding. .......-+--seeee Ceereercoeccccessaece 12,602 57 
GRSRMAGOE BOOT, , pec ccsoccscccdcsccccccccossoeceooces 11,209,200 00 
$11,243,002 57 

Second mortgage ‘bonds....... PPTTTITe TTT Titi e 18,000 00 
Third bs thin CLOT 1,252,000 00 
Fourth “ “ and scrip 1,104,843 63 
Consvlidated 4)  sbbiede 5bee 1,499,000 00 
Construction and equipment bon now 600,000 00 
Total funded debt ........cecceessecece 00 eee caece $4,473,843 63 


The road owned extends from Rochester, Pa., (on the Pitts- 
burgh, Fort Wayne & vo 26 miles from Pittsburgh) 
northwest to Cleveland, O., 124 miles, with a branch from 
Yellow Creek, O., to Bellaire, 424 miles, and a branch from 
Bayard, 0., to Now Philadelphia, 92% miles, making a total of 
19947, miles. 


Rutland. 


The annual report for 1873 is mainly occupied with the 
financial affairs of the company, the road being leased to the 
Central Vermont Company, The lessees report that the gross 
earnings for the year were $981,728.62, The receipts of the 
company for the year were ; 

Rents paid and duc January 20.,.....6..ceceseeeeeceeeeeee $442,310 67 
First-mortgage bonds Bold....,.....-escceseceeees seeee 2TL,800 00 
Burlington Steamboat Company, stock sold 100,000 Ov 
62 shares preferred stock 5,200 00 


eee e eee eeeneeee 


Tere ere Peer rer eerie rt eee r ire) 











Total. ...ccccccccccvcccsccccceccsevcccvcccccescecees $819,310 67 
The payments were : 

Betti BAG sic os 5 -cb00c0nds coe cerdocdocisee ncleens dooegebooes $268,282 50 
I OB ids a ncdssecehopebeow ctece nent shcauuhiitn 257,172 72 
Coup and interest APCOUNL.......6. ee reeecceeeeeeserens 206 481 60 
Miscellaneous CXPeCNBeB.......66..-ecereeecceees ceneeeees 48,277 21 
Old Rutland & Burlington bonds paid,............... 17,688 98 

Total..... PPYTTTTTITT Titty PPOTETITTTITILT TTT Titi $787,903 01 


Balance. .....seccecsee secvcsccssescsseccceccsoeces $31,407 66 
The capital account at the close of the year was as follows ; 





Common BtOck,......sscescccceccersssee sess eevesevere $2,479,700 CO 
WHOSE COT, 2c0scc cccccccccccceepoccccece cece cc cscccs 10s Gyheeytee OO 
Dividend serip.......0+ ssccccscocsccccsecs eevccece 0 beovse 133,122 50 
First-mortgage bonds, 8 per cent........ $0.dodset's\'- bowe 972,800 00 
Equipment bonds, 7 per cent.........+.+ seeesseccessesess 500,000 00 
Equipment bonds, 8 per COMt......s0eceeeereeeseeeces- es 600,000 00 
TOAGari - siccdoccovccrcvcs ceovieveccccedescaseccsccecS ly ie ean OO 
The floating debt amounts to $797,709.77, against which are 


assets amounting to $927,967.31, which includes $527,200 of the 
company’s bonds and $181,300 of its preferred stock. The 
balance due from the iessees was $42,184.57. s 

The road owned by the company extends from Burlington, 
Vt., to Bellows Falls, 120 miles, and it leases from the owners 
and sub-leases to the Central Vermont the 21 miles of the Ver- 
mont & Massachusetts from Grout’s Corners to Brattleboro ; 
the Vermont Valley road, from Brattleboro to Bellows Falls, 
24 miles; and the Addison Railroad, from Leicester Junction 
to Ticonderoga, 18 miles. 


Natchez, Jackson & Oolumbus. 





During the year ending January 20, 1874, the receipts of the 


.| of the company. 


company from loans, sale.of county bonds, coupons, etc., were 
$63,101.54; disbursements were 484.08, lea cash on 
hand, $267.81. Of the Adams County bea $26,200 have been 
sold or paid to contractors, leaving still $484,900 in the hands 
The proceeds of those sold were about 60 
per cent. of the face of the bonds. An unfortunate contro- 
versy has arisen as to the payment of coupons on the unsold 
county bonds, payment being refused, 

Tron has been laid for 9.6 miles west of Natchez, and grading 
has been extended nearly three miles further. Timber for the 
trestle and britge over Cole’s Creek has been purchased. The 
completion and equipment of the road to Fayette, 26 miles 
trom Natchez, will, it is estimated, cost about £310,000, 


The Uses of a National Railroad Commission. 
The following letter has been addressed to Hon. William 
Windom, Chairman of the Senate Committee on Transporta- 


tion, by Mr. Charles Francis Adams, Jr., of the Massachusetts 
Railroad Commission: 


Sir: I see by The Congressional Record that matters con- 
nected with transportation are now occupying the attention of 
the Senate, and I presume that before Congress adjourns some 
action will be taken on the ‘‘ McOrary bill,” so called, designed 
to regulate commerce by rail between the States. That meas- 
ure passed the House of Representatives on the 26th of March, 
and is still, I presume, in the hands of the Senate Committee 
of which you are chairman. It is framed on the general model 
of the jaws now in force, and creating so much discussion, in 
Illinois and Wisconsin, and is intended to regulate the cost of 
transportation by rail. The fundamental principle of all this 
class of laws is the delegating of a legislative power necessary 
to the regulation of rail tariffs to boards of commiasion- 
ers. Many of the States have already organized such boards, 
and the MeCrary bill looks to the creation of one for the entire 
country, This is the present ens panacea for railroad 
abuses, In your speech of May 24, on the general transporta- 
tion question, I notice that, in place of such a board, you sug- 
gest the creation of a bureau of commerce, which ig to 
clothed with a portion of its powers and duties. 

I believe it has been my fortune to have more actual experi- 
ence as a railroad commissioner than any other man in e- 
rica. I was one of the original appointees on the Massachu- 
setts Board, and I have been continued upon it to this time, 
My views, therefore, on the question now before Congress may 
have mvre valae than they would otherwise be entitled to, 
The experience I have had does not lead me to be satisfied 
either with the McCrary bill or, with your. suggestion of a 
simple measure for investigation, I am disposed to think 
that the first measure goes a great deal too far, and that your 
suggestion does not go far enough, Let me explain myself, 
The McCrary bill creates a boardof nine railroad commis- 
sioners, who are to investigate the affairs of all the railroads 
in the country, and, where they think necessary, are to estab- 
lish for individual lines, tariffs of fares and freights, which are 
in any subsequent prceese of law to be taken as the measure 
of what is ‘‘reasonable” m the way of charges, until decided 
to be otherwise by the verdict of a jury on appeal to the 
courts. Tuis is the fundamental idea upon which the law is 
elaborated. Your maaan of a bureau abandons all imme- 
diate attempt at regulation and looks simply to the procur- 
ing of statistics; with a view, perhaps, to better considered 
action in the tuture, 

The respect in which the McCrary bill goes too far is briefi 
this: The general body of railroad tariffs in this country 
now made up by the freight and ticket agents of the several 
lines—being some 1,500 or 2,000 in number—under responsi- 
bility to their several bo .rds of directors. The tariffs thus 
framed are found by a portion ot the public to be unsatistac- 
tory. The MeCrary bill proposes to remedy the evil by creat- 
ing a species of board for the revision of these tariffs, com- 
posed of nine public officials, from whose decisions an aj 
lies, not to the owners of the property but to the petit fories 
of the country. The investigations I have made no less than 
such experience as I have had, all go to convince me that the 
remedy will not cure the evil. Ido not believe it is possibie 
for any nine men, no matter how honest or experienced they 
may be, to properly revise ‘all the runnin oad tariffs in 
use in the United States, Even if they could, I do not believe 
—indeed I know perfectly well—that they would not be able to 
reach the root of the present difficulty. That difficulty is the 
natural outgrowth of yonr whole theory and asys- 
tem of railroad construction, and you cannot eradi- 
cate it in this way, unless you are re- 
fered to go all lengths and upset that system. It may well be 

hat the system is not the best possible; such as it is, 
however, it ie there; and many of the evils that are com- 
plained of every man at all familiar with it knows are vital to 
it. It is the system of perros ownership regulated by com- 
etition, and the effort through the McOrary bill is to secure 
© the public all the benefit of competition without any of 
its burdens, It cannot be. The commissioners ap inted un- 
der that bill, if it becomes a law, will find themselves placed 
in an impossible position; they will be forced in their decisions 
to be either arbitrary or absurd, They can be guided neither 
by principles nor by precedent, They must, unless they dog- 
ly content themselves with some barbarous “rule of 
humb,” like the Wisconsin law, settle each case on ite own ine 
dividual merits, and the consequence would be that they 
would soon accumulate about themselves a cloud of apparent 
inconsistencies, in which their enemies would revel, while the 
public wandered more hopelessly befogged than ever. 

Such m onpsttenee te:ls me would be the fate of a commis- 
sioner under the McCrary bill. The more honest and intelli- 
gent he was the greater difficulty he would have in making his 

ecisions consistent, and the more he would lay himself open 
to attack. The bureau suggested by you, on the contrary, 

rovides tor no commission atall, It looks to the accumula- 
ion of material only, and does not even pretend to bring the 
official in contact with the difficulties of the position. Under 
these cire mstances, our experience here in Massachusetts 
onght to be of some service to the United States. Our com- 
mission is organized on a princiene peculiar to itself, which no 
other State has copie.1, and which just cuts between the “do 
everything” policy of the Mz:Crary bill and the “ do nothing” 
ogee of your speech, 
1¢ Massachusetts Commission may be said, in regard to 
tariffs, to have no executory power whatever ; its functions are 
simply advisory. Accordingly, wher.the board was first or- 
ganized and I was appointed upon it, I felt the utmost doubt 
whether anything could be accomplished without a radical al- 
teration in the law, The Commissioners were authorized to 
do nothing except to listen, to investigate and to recommend, 
Almost any one having, or thinking that he had, a cause of 
complaint against a railread corporation, could bring it to the 
notice of the board, whose duty it became to examine into the 
complaint, to hear the parties interested, and then to arrive at 
a formal decision, either dismissing it or making a distinct 
recommendation to the corporation complained of. With that 
their functions ceased. They could take no steps to enforce 
their recommendation ; they could merely make it and report 
it, with any consequent action of the corporation, to the Leg- 
islature, eir recommendations thus simply went for what 
they were worth in themselves ; they carried no we *y except 
what was due to their spascnins their justice and the force of 
public outaien behind them, At first thought such a meas- 
ure hardly better than trifling with a serious question. I have 











since c ed my mind. In the light of a fuller sepesinnee 
I think that the Massachusetts legislative wisdom had 





